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Agriculture 


For official tests to determine 
Passed S. May 16, 


S. 101. 
protein content of wheat. 


1929. Reptd. to H. Je. 12, 1930. 

S. 1164. Directing Secy. of Agric. to in- 
vestigate all phases of crop insurance. 
Reptd. May 22. Passed S. May 23, 1930. 

S. 2322. Authorizing Dir. of Census to 
collect and publish certain addtl. cotton 
statistics. Passed S. Jan. 11, 1930.° 

S. 2354.- To amend agricuitural marketing 


act so as to include naval stores. Reptd. 
Feb. 28 amended. Passed S. Apr. 14, 1930. 

S. 3409. For collection and publication of 
statistics of peanuts by Agric. Dept. Reptd. 
to S. May 27, 1930. Passed S. Je. 2. 

S. 3555. Authorizing purchase and main- 
tenance of experimental farm or orchard 
in Mobile County, Ala., and apprn. there- 
for. Passed S. May 7. 

S. 4123. To aid farmers by making of 
loans to drainage districts, etc. Passed S. 
Je. 17, 1930. Reptd. to H. Dec. 20. 

S. 4586. To authorize addtl. apprns. 
Natl. Aboretum. Passed S. Je. 28, 1930. 


S. 4856. To sell Morton Nursery site, in 
Nebr. Reptd. to S. Jan. 21,1931. 

S. 5439. To excuse certain persons from 
residence upon homestead lands during 1929 


for 


and 1930 in drought-stricken areas. Reptd. 
to S. Jan. 21, 1931. 
S. 5440. Emergency apprn. for special 


study of rural sanitation. Reptd. to S. Jan. 
22, 1931. 

S.J. Res. 9. (H. J. Res. 326.) For amdmt. 
of acts of Feb. 2, 1903, and Mar. 3, 1905, 
to allow States to quarantine against ship- 
ment of livestock not covered by regulatory 
action of Agric. Dept. Passed S. May 23, 
1930. 

S. J. Res. 49. For leasing of Muscle Shoals. 
Passed S. Apr. 4, 1930. Passed H., amended, 
May 28, 1930. Sent to conf. Je. 4, 1930. 

S. J. Res. 73. For relief of farmers in 
area overflowed by Rio Grande River in N. 
Mex. Passed S. Dec. 10, 1929. 

S. J. Res. 137. For loans to farmers in crop- 
failure areas of Monk Reptd. to S. Feb. 
7. Passed S. Feb. 11, 1930. 

S. J. Res. 205. Sale of power generated 
by Govt. at dam No. 2, Muscle Shoals, 
Ala., and steam plant in that vicinity. 
Passed S. Jly. 3, 1930. 

S. J. Res. 210. To distribute 40,000,000 
bushels of surplus wheat for relief. Reptd. 
to S. Jan. 21, 1931. 

S. J. Res. 234. Making applicable for 1931 
provisions of act approved Mar. 3, 1930, for 
relief to farmers in flood and/or drought- 
stricken areas. Passed S. Jan. 21, 1931. 

H. R. 7. To amend Fedl. Warehouse Act, 
Passed H. May 7, 1930. 

H. R. 11718. (Ss. 4123.) For aiding of 
farmers by making loans to drainage dis- 
tricts, etc. Reptd. to H. Je. 13, 1930. 

H. R. 12479. To coordinate agricultural 
experiment-station work and to extend bene- 
fits of certain acts of Congress to Porto 


Rico. Reptd. to H. Jan. 12, 1931.~ 
H. J. Res. 153. Correcting sec. 6 of act of 
Aug. 30, 1890, relative to prohibiting of 


certain classes of cattle. Reptd. Feb. 26. 
Passed H. Apr. 7, 1930. 

H. J. Res. 179. Providing for printing of 
820,000 copies of special rept. on cattle 
diseases. Passed H. Feb. 3, 1930. 

H. J. Res. 200. To accept donation of 
land, etc., for pecan experimert station, 
near Shrevcport, La. Passed H. Apr. 7, 1930. 
Reptd. to S. Jan. 21, 1931. 

H. J. Res. 323. To authorize printing 
with illustrations and binding in cloth 
of 120,000 copies of special rept. on dis- 
eases of cattle. Passed H. Je. 24, 1930. 

H. J. Res. 324. To authorize printing 
with illustrations and binding in cloth of 
62,000 copies of special rept. on diseases 
of horse. Passed H. Je. 24, 1930. 

H. J. Res. 326. (S. J. Res. 9.) For 
amdmt. of acts of Feb. 2, 1903, and Mar. 
3, 1905, as amended, to allow States to 
quarantine against shipment thereto or 
therein of livestock including poultry from 
nw or Territory. Reptd. to H. May 8, 

0. 

H. J. Res. 447. Apprns. for drought relief 
purposes, Reptd. to and passed H. Jan. 5. 
Reptd. to S. with amdmt. Jan. 5. Passed 
S. Jan. 5. Approved Jan. 15. 


Aliens: Immigration 
See also Citizenship. . 
Applying restric- 


S. 51. (H. R. 10343.) 
tion to Mexican immigrants. Passed S. 
May 13, 1930. Reptd. to H. May 23. 

S. 202. For deportation of certain alien 
seamen. Passed S. Apr. 14, 1930. 

S. 226. To issue certificates of arrival 


to persons born in U S. who are now aliens. 
Passed S. May 7, 1930. 

8S. 1278. To issue certificates of admis- 
sion to aliens. Passed S., amended, Apr. 17. 
Reconsidered and restored to cal. Apr. 17, 
1930. 

S. 1455. To amend Immigration Act 
of 1924 in respect to quota preferences. 
Passed S. Apr. 17, 1930. 

H. R. 3309. To provide extra compensa- 
tion for overtime service performed by im- 
migrant inspectors and other Immigration 
Service employes. Passed H. Je. 16, 1930. 

H. R. 3394. To amend sec. 19 of Immi- 
gration Act of 1917 for deportation of aliens 
convicted in violation of Harrison Narcotic 
Law. Passed H. Jly. 3, 1930. 

H. R. 5646. To exempt from quota hus- 
bands, fathers, and mothers of Amer. citi- 


zens, Reptd. to H. Mar. 26, 1930; minority 
rept. Mar. 31. 
H. R. 9673. For refund of visa fees in 


Status as of Jan. 22, 1931 





The following classified list of public bills and resolutions comprise all 
measures pending at the third session of the 71st Congress, which have been 
reported by Committees or passed by either House since the convening of the 


71st Congress. 
to Committees. 
reported out by the Committee. 


All bills upon being introduced in either House are referred 
These measures, therefore, do not appear on this list until 
All proposed legislation retains the status 


reached on the day of final adjournment of the second session, July 3, 1930 
New measures introduced and the action on pending legislation are reported 


daily in The United States Daily. 





certain cases. Reptd. to H. Apr. 29, 1930; 
minority rept. May 6. 

H. R. 9803. To amend fourth proviso 
to sec. 24 of Immigration Act of 1917, 
as amended, as to inspectors, travel pay. 
Passed H Je. 9, 1930. Passed S., amended, 
Je. 24, 1930. Sent to conf, Je. 27, 1930. 

H. R. 10343. (S. 51.) To provide quota 
limitations for certain countries of West- 
ern Hemisphere. Reptd. to H. Mar. 13, 
1930; minority rept. Mar. 18. 

H. R. 10816. To construe contract la- 
bor provisions of Immigration Act of 1917 


as to instrumental musicians. Reptd. to H. 
May 21, 1930. 

H. R. 10881. To amend sec. 24 of Immi- 
gration Act of 1917, as amended, relative 
to immigration clerks. RKeptd. to H. Apr. 
24, 1930. 

H. R. 12037. Payment to Polish co:mmu- 


nity for costs incurred by mistaken identity 
of alien deported there. Reptd. to H. Jan. 
7, 1931. Passed H. Jan. 19. 

H. J. Res. 235. To authorize ann. apprn. 
to establish and maintain U. S. Passport 
Bur. at Portland, Oreg. Reptd. to H. Apr. 
21, 1930. 


Appropriation Bills 
H. R. 14246. Treas. Dept. and P. O. Dept. 


Reptd. Dec. 3. Passed H. Dec. 5. Reptd. 
to S. with amdmts., Dec 10. Passed S. Dec. 
15. Sent to conference Dec. 17. Reptd. to 


S. from conference Dec. 19. Conference rept. 
rejected by S. Dec. 20. 

H. R. 14675. Interior Dept. Reptd. to 
H. Dec. 8. Passed H. Dec. 12. Reptd. to 
S. Dec. 16, 1930. Passed S. Jan. 21, 1931. 


H. R. 15256. Agriculture Dept. Reptd. to 
H. Dec. 16. Passed H. Dec. 19. Reptd. to 
S. Jan. 14. 

H. R. 15592. First deficiency. Reptd. to 
H. Jan. 5. Passed H. Jan. 7. Reptd. to S. 
Jan. 20. Passed S. Jan. 22. 

H. R. 15593. War Dept. Reptd. to H. 
Jan. 5. Passed H. Jan. 15 


H. R. 16110. State, Justice, Commerce and 
Labor Depts. Reptd. to H. Jan. 13. 

H. R. 16415. Independent offices. Reptd. 
to H. Jan. 21, 1931. 


Aviation 
S. 3399. To amend sec. 2(e) of Air Com- 
merce Act of 1926 in respect to investiga- 
tion of aircraft accidents. Reptd. to S. May 
29, 1930. 
S. 3901. To establish commercial airport 
for Distr. Col. Passed-S. Apr. 17, 1930. 


Banks: Banking 
S. 2605. To amend sec. 9 of Fedl. Re- 
serve Act to permit State member banks 
to establish branch banks in foreign coun- 
tries. Passed S. Apr. 14, 1930. 
S. 3444. (H. R. 9433.) To amend Fed). 
Farm Loan Act with respect to receiverships 


of jt. stock land banks. Passed S. Je. 
24, 1930. 
S. 3541. To amend sec. 22 of Fedl. Re- 


serve Act to prohibit gratuities to Fedl. 
Reserve exmrs. and assts. Passed S. Apr. 14, 
1930 


S. 4079. Act to amend sec. 4 of Fedl. 
Reserve Act to permit directors of Fedl. 
Reserve Banks to be officers of mutual 
savings banks without capital stock in 
shares. wuaed S. Apr. 14, 1930. Reptd. 
to H. May 2 

H. R. Je33.” (S. 3444.) To amend Fedl. 
Farm Loan Act relative to jt. stock land 
banks. Reptd. to H. Apr. 29, 1930. 

H. R. 10211. For more equitable dis- 
tribution of earnings of Fedl. 
Banks. Reptd. to H. Je. 14, 1930. 

H. R. 10560. To amend sec. 22 of Fedl. 
Reserve Act to punish slanders of Fedl. 
Reserve Banks. Reptd. to H. Apr. 24, 1930. 

H. R. 12063. To amend sec. 16 of Fedl. 
Farm Loan Act to permit operation in 
addtl. territory upon acquisition of jt. stock 
land banks. Passed H. Je. 24, 1930. Reptd. 
to S, Jan. 20, 1931. 

H. Res. 170. Requesting Secy. of State 
for information relative to participation 
of Fedl. Reserve System in Bank for Inter- 
national Settlements. Reptd. to H. Mar. 7, 
1930. 

H. Res. 171. Requesting Secy. of Treas- 
ury for information relative to participa- 
tion of Fedl. Reserve System in Bank for 
International Settlements. Reptd. to H. 
Mar. 7, 1930. 


Bridges 
8S. 153. San Francisco Bay from Rincon 
Hill to South Mole of San Antonio Estuary. 
Reptd. Je. 13, 1930. 
S. 219. Toll bridges. 


Reptd. to S. Jan. 
20, 1930. 

S. 379. White River, Ark. 
Reptd. to S. Jan. 20, 1930. 

8. 1073. Bois de Sioux, Wengeor, N. 
Dak. Reptd. to S. Jan. 20, 19 

S. 1186. Cumberland River, Port Blount. 
Reptd. to S..Jan. 20, 1930. 

S. 1188. Cumberland River, 
Martha, Reptd. to S, Jan. 20, 1930 


Clarendon, 


Gallatin- 


Reserve 








S. 1189. Cumberland River, Charlotte- 
Ashville. Reptd. to S. Jan. 20, 1930. 
S. 1644. Ohio River, Evansville, Ind.- 


Vanderburg. Passed S. May 7, 1930. 

S. 2114. Peedee River, Waccamaw River, 
Georgetown, S. C. Passed S. Apr. 1. Reptd. 
to H. Apr. 15. 


S. 2896. Oreg., Coos Bay, Stock Slough. 


Passed S. May 7, 1930. 

S. 2897. Oreg., Beaver Slough. Passed 
S. May 7, 1930. 

S. 2898. Oreg., Coos Bay, Larson Slough. 


Passed S. May 7, 1930. 


S. 3122. Ohio River, Evansville, toll 
bridge. Passed S. Je. 2. 
S. 3574. Red River, Tex.-Okla., Route 4. 


Reptd. to S. Mar. 7, 1930. 

S. 3575. Red River, Tex.-Okla., Route 6. 
Reptd. to S. Mar. 7, 1930. 

S. 3576. Red River, Tex.-Okla., Route 2. 
Reptd. to S. Mar. 7, 1930. 

S. 4094. Miss. River, McGregor, Iowa. 
Reptd. to S. Apr. 25, 1930. Recomtd. Je. 2. 

S. 4665. To extend time, Ohio R. at Sister- 
ville, W. Va. Reptd. to H. Dec. 20. 

S. 4690. Mo. River, Poplar, Mont., 
velt County. Passed S. Je. 25, 1930. 

S. 4769. Great Lakes Bridge Comm. 
Reptd. to S. Jly. 2, 1930. Commerce. 

S. 4795. To extend time, highway bridge 
across Hudson R. between Albany and 
Rensselaer, N. Y. Reptd. to S. Dec. 16. 


Roose- 


S. 4796. Extend time, highway bridge 
across Hudson R., Troy, N. Y. Reptd. to 
S. Dec. 16. 

S. 4817. Elk River on the Fayetteville- 
Winchester Rd. near Kelso, in Lincoln 
County, Tenn. Reptd. to S. Dec. 16, 

S. 4818. Tennessee River on Dayton-De- 


catur Rd. between Rhea and Meigs Counties, 
Tenn. Reptd. to S. Dec. 16, 

S. 5036. To extend time, bridge across 
Delaware R. near Trenton, N. J. Passed 
S. Dec. 16. Passed H. Jan. 19, 1931. 

S. 5099. Santa Rosa Sound, at Grassy 
Point, Fla. Reptd. to S. Jan. 5. 

S. 5255. To extend the time; Chesapeake 
Bay. Reptd. to S. Jan. 5. 

S. 5360. To extend time; Missouri River 
at Randolph, Mo. Reptd. to S. Jan. 5. 

S. 5319. French Broad River on proposed 
Morristown-Newport Road, Tenn. Reptd. to 
S. Jan. 5. 

S. 5392. To extend time Pigeon River at 
Duluth, Minn. Reptd. to S. Jan. 5. 

S. 5456. To extend time Sabine River 
where La. Highway No. 21 meets Texas 
Highway No. 45. Passed S. Jan. 6, 1931. 

S. 5457. Sabine River where La. Highway 
No. 6 meets Texas Highway No. 21. Passed 
8S. Jan. 6, 1931. 

S. 5458. Sabine River where La. Highway 
No. 7 meets Texas Highway No. 7. Passed 
8S. Jan. 6, 1931. 

S. 5473. To extend time Missouri River at 
Brownsville, Nebr. Reptd. to 8. Jan. 5. 

S. 5519. Louisville & Nashville Railroad 
Co, to operate bridge across Tenn. River 
near Danville, Tenn. Reptd. to S. Jan. 16, 
1931. 

S. 5688, Toll bridge or dike across Little 
Bay near Fox Point. Passed S. Jan. 16, 1931. 

S. 5722. Tombigbee River near Fulton, 
Miss. Reptd. to S. Jan. 16, 1931. 

S. J. Res. 168. Mo. River, St. Charles, 
Route 40. Passed S. May 22, 1930. 

H. R. 5661. To authorize Sycamore Bridge 
Co. to gonstruct, and operate bridge across 
Wabash River, Fleshers Ferry, Ind. Passed 
H. Dec. 15, 1930. 

H. R. 6843. Hatchie River, Bolivar, near 
Piney Creek. Passed H. Feb. 17, 1930. 

H. R. 8132. Granting consent of Con- 
gress to State of Ark., through State High- 
way Dept., to construct and operate toll 
bridge across St. Francis River near Lake 
City, Ark., on State Highway No. 18. Reptd. 
Jan. 24, 1930. Laid on table Feb. 17, 1930. 

H. R. 8300. St. Lawrence River, ‘Morris- 


town, N. Y. Passed H. Feb. 3, 1930. 


H. R. 10017. Mouse River. Passed H. 
Apr. 11, 1930. 

H. R. 10621. Miss. R. near McGregor, 
Iowa. Passed H. Jan. 19, 1931. 


H. R. 10823. To grant right of way over 
public lands in Upper Miss. River Wild Life 
and Fish Refuge to Wabasha-Nelson Bridge 
Co., to « nstruct bridge from Wabasha, 
i to Nelson, Wis. Reptd. to H. Apr. 21, 


ea R. 11136. Mo. River, Florence, Nebr. 
Passed H. Je. 25, 1930. 

H. R. 11779. Pecatonica River, Rockford, 
Ill. Passed H. May 20, 1930. Reptd. to S. 
Jan. 5, 1931. 

H. R. 12232. Rio Grande River between 
Presidio, Tex., and Ojinaga, Mex. Reptd. to 
H. Je. 9, 1930. 

H. R. 12966. Miss. River at St. Louis, 
Mo. Reptd. to H. Dec. 20, 

H. R. 13516. To extend time, Hudson 
River between Albany and Rensselaer, N. 
Y. Passed H. Jan. 19, 1931 

H. R. 13517. . To extend time, Hudson 

ce 






River at Troy, N. Y. Passed H. Jan. 19, 
1931. 

H. R. 13526. To extend time, Potomac 
River at Dahlgren, Va. Rept. to H. Dee. 20. 

H. R. 13532. To extend time, Rio Grande 
at San Benito, Tex. Passed H. Jan. 19, 1931, 

H. R. 13533. To extend time, Rio Grande 
at Grande City, Tex. Passed H. Jan. 19, 
1931. 

H. R. 14276. 
River on Dayton-Decatur 
Passed H. Jan. 19, 1931. 

H. R. 13536. To extend time, Delaware 
River near Trenton, N. J. Reptd. to H. 
Dec. 20 

7 "14051. 
Winchester Road near Kelso, Tenn. 
H. Jan. 19, 1931. 8 

H. R. 14452. To extend time; 
rence River, near Alexander Bay, 
Reptd. to H. Dec. 20. 

H, R. 14676. To extend time; 
River at Alington, Oreg. Reptd. 
Dee. 20. 

H. R. 14679. Santa Rosa Sound, Grassy 
Point, Fla. Passed H. Jan. 19, 1931. 


To extend time, Tennessee 
Road, Tenn. 


Elk River on Fayetteville- 
Passed 


St. Law- 
N. Y. 


Columbia 
to H. 


H. R. 14681. Railroad bridge; Kankakee 
River. Passed H. Jan. 19, 1931. Reptd. to S. 
Jan. 21, 1931. 

H. R. 14689. To extend time; ghte River 
at Cairo, Ill. Reptd. to H. Dec. 20. 

H. R. 15138. Tombigbee eae Passed H, 


Jan. 19, 1931. 

H. R. 15068. French Broad River on pro- 
posed Morristown-Newport Road, Tenn. 
Reptd. to H. Jan. 8, 1931. 

H. R. 15133. To extend time, Missone? 
River at Randolph. Reptd. to H. Jan. 8, 
1931. 

H. R. 15137. To extend time for construc- 
tion of overhead viaduct Mahoning River 
at Niles, Ohio. Reptd. to H. Jan. 8, 1931. 

H. R. 15267. Escatawpo R. near Wilmer, 
Ala., and Latonia, Miss. Reptd. to H. Jan. 
8, 1931. 

H. R. 15366. Mississippi River near Be- 
midji, Minn. Reptd. to H. Jan. 8, 1931. 

H. R. 15433. Little Calumet River, in 
Cook County. Reptd. to H. Jan. 8, 1931. 

. R. 15434. Fox River at Algonquin, 
Reptd. to H. Jan. 8, 1931. 
Citizenship 

H. R. 5627. Naturalization of certain aliens. 
Passed H. Je. 10, 1930. Passed S. Je. 25, 1931. 

H. R. 10669. Educational requirements of 
applicants for citizenship. Reptd. to H. May 
5, 1930. 

H. R. 10670. To amend naturalization laws 
in respect to competency of witnesses. Reptd. 
to H. Apr. 21, 1930. 

H. R. 10672. To amend naturalization laws 
as to posting of notices of petitions for citi- 
zenship. Passed H. Jan. 5, 1931. 

H. R. 12487. To amend naturalization laws 
as to residence requirements. Reptd. to H. 
Je. 14, 1930. 

H. R. 12740. Clerical assistance to clerks 
of State courts exercising naturalization 
jurisdiction. Reptd. to H. Je. 14, 1930. 


Civil Service 

S. 3449. Placing supervising inspectors of 
Steamboat Inspection Service und classi- 
field civil service. Passed S. Apr, 7, 1930. 

H. R. 5688. To authorize members of Civil 
Service Comm. and its duly authorized rep- 
resentatives to administer oaths of office. 
Passed H. Feb. 3, 1930. 

H. R. 10675. Examination of applicants for 
positions cooties apportionment provisions 
of “civ:i service act” of Jly. 16, 1883, as to 
residence. Reptd. to H. Je. 9, 1930. 

H. R. 12136. To regulate leaves of absence 
of employes of navy yards, gun factories, 
naval stations, and arsenals of U. ~. Govt. 
Reptd. to H. Je. 11, 1930. 


Claims 

S. 4377. For settement of claims against 
U. S. on account of property damage, per- 
sonal injury, or death. Reptd. to S. May 29, 
1930. 

S. 5649. For relief of State of Ala. and 
officers of Ala. National Guard. Reptd. to 8S, 
Jan. 21, 1931. 

H. R. 1970. For payment of indemnity to 
British govt. for death of British subject, 
alleged to have been killed at Consuelo, Do- 
minican Republic. Passed H. Mar. 4, 1930. 

H. R. 8583. For relief of Maine and City 
of Portsmouth, N. H. Passed H. Je. 16, 1930, 

H. R. 8837. To pay to China $500 to fam- 
ily of Chang Hsi Ying. Reptd. to H. Mar. 
24, 1930. 

H. R. 9142. To extend jurisdiction of War 
Claims Arbiter to patents licensed ‘to U. 8. 

ursuant to obligation arising out of sale 

y Alien Property Custodian. Reptd. to 
H. Feb. 17, 1930. 

H. R. 9701. For payment to French govt. 
on behalf of French citizen, assaulted at 
oes au Prince, Haiti. Reptd. to H. Je. 24, 
1930 

H. R. 9702. For payment to British Govt. 
on behalf of British subject, in connection 


with rescue of survivors of U. 8. S. “Chero- 
kee.” Passed H. Dec. 15, 1930. 
H. R. 12067. Payment to Dani .. motor 


a on acct. of collision. Passed H. Jan. 19, 
1931, 

H. R. 10585. To amend sec. 9 of Trading 
With Enemy Act for return to various trusts 
of proceeds recd. by Alien Property Cus- 
todian from disposition of patents, etc. 
(Chemical Foundation). Reptd. to H. Mar. 
31, 1930. 

H. J. Res. 248. To authorize apprn. of 
$40,000 for expenses of arbitration of claim 
of Chas. J. Harrah against Cuba. Passed H. 
May 19, 1930. 

H. J. Res. 303. To amend law relating to 
payment of certain claims of grain ele- 





vators and grain firms. Reptd. Apr. 18. 
Recomtd. Je. 16, 1930. . Passed Je. 25, 1930. 

H. J. Res. 325. «indemnity to Chinese 
citizen because of deaths of men.bers of 
family in collision with American vessel. 
R..td. to H. Jan. 7. “931. 


Coast. Guard 


S. 2005. For loan of Coast Guard cutter 
to City of Oakland, Calif. Passed S. Jan. 
23, 1930. 

H. R. 7119. For Coast Guard station on 
coast of Fla. near Lake Worth inlet. Reptd. 
to S. Dec. M1. 

H. R. 12284. For construction of vessels 
for Coast Guard for work on Lake Erie. 
Passed H. Je. 16, 1930. 


Commerce and Trade 

H. R. 11. Fair Trade Bill. To protect 
trade mark owners, distributors, and public 
against injurious and uneconomic practices 
in distribution of articles. Rept.to H. Jan. 
27, 1930; minority rept. Feb. 1, 1930. 

H. R. 119. To prohibit sending and re- 
ceipt of stoler property through interstate 
and foreign commerce. Passed H. Feb. 5, 
1930. 


Congress 
H. Res. 342. Repr. Welsh chrm. 
House Labor Com. Adopted Jan, 17. 
S. Res. 403. Extending power of Senate 
Com. to Investigate Campaign Expenditures. 
Agreed to Jan. 19, 1931. 


Constitution 

S. J. Res. 3. (H. J. Res. 292.) For 
amdmt. to Constitution of U. S. relative to 
election of President, Vice President, and 
Representatives in Congress. Reptd. to S. 
Apr. 22, 1929. Passed-S. Je. 7, 1929. Refd. 
to H. Com. on Election of Pres., ete., Apr. 
17, 1930. os 

H. J. Res. 292. (S. J. Res. 3.) For 
amdmt. to Constitution of U. S. relative to 
election of President, Vice President, and 
Representatives in Congress. Reptd. to H. 
Apr. 8, 1930. 


Copyrights 

H. R. 11852. Copyright design bill.to fur- 
nish adequate protection against pirccy .of 
original designs for manufactured products. 
Passed H. Jly 2, 1930. 

H. R. 12549. To amend and consolidate 
acts respecting copyright and to permit U. 
S. to enter International Copyright Union. 
Passed H. Jan. 13, 1931. 


Crime: Prisons 
S. 1812. For ann. collection of crime sta- 
i Passed S. Je. 2, 1930. 
_H. R. 9674. To amend law relating to 
parole of U. S. prisoners. Passed H. Apr. 21, 
1930. 


of 


District of Columbia 

S. 2815. To amend sec. 1125, chap. 31, 
of Distr. Col. Code to enact as part of 
Code a uniform veterans’ guardianship act. 
Reptd. to S. Apr. 21, 1930. 

S. 3215. To amend sec. 3 of act of Feb. 
18, 1929, to change assessment date on mo- 
tor vehicles from Jan. 1 to Dec. 1. Reptd. 
to S. Mar. 3, 1930. 

S. 3344. Supplementing Natl. Prohibition 
Act for Distr. Col. Reptd. to 5. May 27, 
1930. 

S. 3490. (H. R. 10476.) To define, regu- 
late, and license real estate brokers and real 
estate salesmen; to create real estate comm. 
in Distr. Col., etc. Passed S. May 22, 1930. 

S. 3558. To amend sec. 8 of Distr. Col. 
Apprn. Act of 1914 to change procedure in 
appeals from Public Utilities Comm. by re- 
stricting power of appellate courts. Reptd. 
to S. Mar. 18, 1930, Passed S. Apr. 14, 
1930. Reconsidered and restored to calen- 
dar Apr. 15. Recomtd. Apr. 17. Reptd. to 
S. with anidmt. May 29. Passed S., recon- 
sidered, and restored to calendar, Je. . 1930. 

S. 3615. (H. R. 10742.) To require fi- 
nancial responsibility of taxicab drivers. 
Passed S. Je. 17, 1930. .Reptd. to H. Je. 30. 

S. 3653. To amend Workmen’s Compensa- 
tion Act of May 17, 1928, to remove from 
jurisdiction of part-time employes of non- 
profit organizations. Passed S. Apr. 7, 1930, 

S. 3895. To widen Wis. Ave. abutting 
squares 1299, 1300 and 1935. «assed S. Apr. 
7, 1930. Passed H. Jan. 19, 1931. 

S. 4022. To regulate erection, display, and 
maintenance of outdoor -igns and other 
forms of exterior advertising in Distr. Col. 
Passed S. Apr. 17, 1930. Reptd. to H. Jan. 
22, 1931. 

S. 4066. To 
Georgetown Gas 
ton Gas Light Co. 
1930. 

8. 4211. 
Mich. Ave. 
to H. Je. 11, 

S. 4222. To authorize Comrs. of Distr. 
Col. to sell sewer substation site at 24th 
St. and Benning Rd. Passed S. May 8, 1930. 
to H. Je. 2, 1930. 

S. 4223. To eliminate 
‘Fern Place, Passed S. May 8, 1930. 
to H. Je. 2. 

S. 4226. To authorize Comrs. of Distr. 
Col. to sell at public or private sale certain 
real property owned by Distr. Col., school 
lands. Passed S. May 8, 1930. 

S. 4227. To authorize Bd. of Education 
of Distr. Col. to make certain provisions 
for relief of congestion in public schools, 
Business High School. Passed S. May 7, 
1930. 

8. 4242. To fix salaries of Comrs. of Distr. 
Col. Passed S. May 23, 1930. 

S. 4325. To amend subchap. 5 of chap. 18 
ef Code of Law for Distr. Col. to require 
ins. cos. to have legal reserve. Passed S. 
Je. 2, 1930. 

S. 4478. To authorize Comrs. of Distr. 
Cel. to close certain alleys and to set aside 
land for alley purposes. Passed S. Je. 5, 
1930. 

S 4551. To amend Distr. Col. Code of 
Law with respect to organization of corpora- 
tions. Passed S. Je. 2, 1930. Reported to H. 
Je. 21, 1930. 

S. 4554. To amend red light law in re- 
spect to gambling. Passed S. Je. 27, 1930. 

S. 4555. To amend Distr. Col. Code relat- 
ing to gambling. Passed S. Je. 27. 

S. 4597. To provide teachers in publie 
schools with leave of absence with part pay 
for purposes of educational improvement. 
Reptd. to S. Jly 1, 1930. 

§S. 4963. To relieve Comrs. of Distr. Col. 
to certain duties. Reptd. to S. Dec. 18. 

S. 5029. To amend act for acquisition of 
land in Distr. of Col. Reptd. to 8. Dec. 18. 

8 Res. 105.. To authorize merger of 
street railway éorporations operating in 
Distr. Col. Reptd. te S. Je. 18, 1930. 

S. J. Res. 182. Prohibiting building of any 
wharf, bukhead, ete., on »Potomac River 
within Distr. Col. without approval of Distr. 
Comrs. and Dir. of Public Buildings and 
“Public Parks. Passed S. May 28, 1930. Reptd. 
to H. Je. 21, 1930, 

§. Res. 362. Com. on Distr. of Col. to 


authorize merger of the 
Light Co. with Washing- 
Reptd. to S. Apr. 25, 


To abolish grade crossing on 
Passed S. May 8, 1930. Reptd. 
1930. 


traae crossing at 


Reptd. 


, 


| 


Yorktown, Va. 


CALENDAR OF BILLS PE 


investigate bread prices in Distr. Reptd. to 
S. Dee, 18. 7 

H. R. 968. Providing jury comm. for Distr. 
Col. Passed H. Dec..16, 1929. . 

H. R. 4015. To regulate motor vehicle 
operation and automobile liability insurance 
in Distr. Col. Passed H. May 26, 1930. 
Reptd. to S., amended, Je. 9, 1930. 

H. R. 5713, Zihlman. To fix salaries of 
Metropolitan police force and fire dept. 
Reptd. to H. Feb. 4, 1930. 

H. R. 7884. To prohibit experiments upon 
living dogs in Distr, Col. Reptd. to H. Jly. 
8, 1930; Min. rept. Dec. 2. 

H. R. 9182. To prevent professional prize 
fighting and to authorize amateur boxing 
in Distr. Col. Reptd. to H. Mar. 7, 1930. 

H. R. 9641. To regulate possession, sale, 
transfer, and use of dangerous weapons 
in Distr. Col. Passéd H. May 26, 1930. 

H. R. 14049. Special assessments for pav- 
ing roadways, etc. Reptd. to H. Jan. 9, 
1931. 

H. R. 10476. (S. 3490.) To define, regu- 
late, and license real estate brokers and 
salesmen; to create a real estate comm. in 
Distr. Col.; to protect public against fraud. 
Reptd. to H. Mar. 21, 1930. 

H. R. 10554. To establish natl. Lincoln 
museum and _ veterans’ headquarters in 
building known as Ford’s Theater. Reptd. 
to H. Apr. 3, 1930. 

H. R. 10742. (S. 3615.) To amend sec. 
8 of 1914 apprn. act to require financial 
responsibility of taxicab owners. Reptd. to 
H. Je. 4, 1930. 

H. R. 11013. To authorize Comrs. of Distr. 
Col. to close streets, roads, highways, or 
alleys rendered useless. Reptd. to H. Je. 21, 
1930. 

H. R. 11194. 
of U. S. to expense of Distr. Col. 
to H. May 23, 1930. 

H. R. 12571, For 2-cent street car fare 
for school children. Reptd. May 24. Passed 
H. May 26, 1930. Reptd. to S. Dec. 19. 

H. R. 14922. To amend Distr. of Col. traffic 
acts. Reptd. to H. Jan. 21, 1931. 

H. R. 15496. To transfer to trustees of 
Howard Univ. title to certain property. 
Reptd. to H. Jan. 14. 

H. R. 16045. To authorize Comrs. of 
Distr. Col. to close streets, roads, high- 
ways, or alleys rendered unnecessary. 
Reptd. to H. Jan, 22, 1931. 

H. J. Res. 373. Making apprns. for Govt. 
of Distr. Col. and activities chargeable 
against revenues of such distr. for f. yr. 
ending Je..30, 1931. Passed H. Je. 30, 1930. 
Reptd. to S., amended, Jly. 1, 1930. 


Education 

S. 454. To establish comm. on natl. mu- 
seum of engineering and industry. Reptd. to 
S. Je. 18, 1930. 

S. 498. Granting certain public lands to 
N. Mex. for use of eastern N. Mex. normal 
school. Passed S. Apr. 1, 1930, 

S. 2113. For promotion of vocational agric. 
Passed S. Apr. 14, 1930. Reptd. to H. Apr. 
30, 1930. 

S. -3360. Authorizing Secy. of War to 
convey to Univ. of Oreg. certain lands form- 
ing part of Coos Head Military Reservation. 
Passed 8S. Je. 30, 1930. 

S. +030. (H.R. 11365.) To provide books 
for adult blind. Passed S. May 12, 1930. 

H.R. 11365. (S. 4030.) To provide books 
for adult blind. Reptd. to S. Apr. 9, 1930. 

H. R. 11789. To aid in maintenance of 
enginering experiment stations in land grant 
colleges. Reptd. to H. Apr. 22, 1930. 


Executive Depts.: Mise. Offices 

S. 471. Providing for 40-hr. wk. for cer- 
tain Govt. employes. Passed S. Apr. 1, 1930. 
Reptd. to H. May 16, 1930. 

S. 3277. To provide against withholding 
of pay when employes are removed for 
breach of contract. Passed S. May 7. 
Reptd. to H. Jan. 19, 1931. 

S. J. Yes. 176. Transferring functions of 
Radio Div. of Commerce Dept. to Fedl. Ra- 
dio “Comm. Passea S. May 22, 1930. Reptd. 
to H. May 24 1930. 

H. &. 995. To create in Bur. of Labor 
Statistics of Labor Dept. a Div. of Safety. 
Reptd. to H.’ May 7, 1930, 

H. R. 5277. To eliminate renewal of oath 
of office of Govt. employes under certain 
conditions. Passed H. Jan. 20, 1930. 

H. R. 8003. To fix compensation of asst. 
heads of executive depts. Reptd. to H. Apr. 
17, 1930. 

H. R. 10199. 
to do work for 
Jan. 9. 

H. R. 11851. To extend duties and powers 
of Bur. of Efficiency to include govts. of 
insular and territoria! possessions of U. S. 
Reptd. to H. Je. 12, 1930. 

H. R. 12014. To permit payments for 
operation of motor cycles and automobiles 
used for necessary travel on official business 
on a mileage basis in lieu of actual operat- 
ing expenses. Passed H. Je. 24, 1930. Reptd. 
to S. Jan. 21, 1931. 

H. R. 12383. To transfer from U. 8S. Ship- 
ping Bd. to Treasury Dept. certain property 
located at Hoboken, N. J. Passed H. Je. 23, 
1930. 

H. J, Res. 416. To inerease apprn. for 
participation by U. S. in Internatl. Exposi- 
tion of Colonial and Overseas Countries at 
Paris, France, in 1931. Reptd. to H. Jan. 5. 


Expositions: Fairs 
S. 5625. Participation ef U. S. in Chi- 
cago World’s Fair Centennial Celébration. 
Reptd. to S. Jan. 17. 


Finance: Money: Coinage 

S 2274. (H.R. 6585.) For settlement of 
indebtedness of French Republic to U. 8. 
Reptd. to S. Dee. 5, 1929. 

S. J. Res. 76. To authorize Secy. of Treas- 
ury to purchase farm-loan bonds issued by 
Fedl. land banks. Passed S. May 23, 1930. 

S. J. Res. 195. For investigation of cer- 
tain operations on eotton exchanges. Passed 
S. Dec. 3, 1930. 

H. R. 4192. For coinage of silver 50-cent 
pieces in commemoration of 125th anniver- 
sary of expedition of Lewis and Clark. Reptd. 
to H. Apr. 17, 1930. 

H. R. 6846. For cotnage of 50-cent pieces 
in commemoration of 300th anniversary of 
founding of Mass. Bay Colony. Passed H. 
Mar. 19, 1930. 

H. R. 6998. To establish an assay office 
at Dahlonega, Ga. Reptd. to H. Apr. 18, 
1930; minority rept. Apr. 21. 

H. R. 11008. For coinage of 50-cent pieces 
to commemorate surrender of Cornwallis at 
Yorktown. Reptd. to H. Apr. 17, 1930, 

H. R. 11853. For medal in commemoration 
of 125th anniversary of Lewis and Clark ex- 
pedition. Passed H. Je. 10, 1930. 

H. R. 12397. To make penalties for coun- 
terfeiting foreign money same as for coun- 
terfeiting U. S. currency. Passed H. Je. 
24, 1930. 

H. R. 14271.. Yo authorize. medal in com- 
memoration of surrender of Cornwallis at 


Reptd. to H. Dee. 19. 
3 


To determine contribution 
Reptd. 


Authorizing one exec. dept. 
any other. Reptd. to H. 





¢ IN CONGRESS 


. s 
Fish: Birds: Game 

S. 2908. Extending protection to Ameri- 
can-eagle. Passed S. Feb. 12, 1930. 

H. R. 8534, For transfer of jurisdiction 
over Sullys Hill Natl. Park from Interior 
Dept. to Agric. Depi., to be maintained as 
Sullys Hill Natl. Game Preserve. Passed 
H. Jan. 14, 1931. 

H. R. 13276. For Needles Rock wild life 
refuge in Pyramid Lake Indian Reservation, 
Nev. Passed H. Jan. 5, 1931. 


Flag: Seal: National Anthem 
H. R. 14. To make “Star-Spangled Ban- 
ner” natl, anthem. Passed H. Apr.’21, 1930. 
R. 742. To prevent desecration of flag 
and insignia of U. S. Passed H. Feb. 5, 1930. 
H. R. 8162. To amend law relating to res- 
toration of Fort McHenry, Md., and preser- 
vation as natl. shrine as birthplace of 
“Star-Spangled Banner.” Passed H. Mar. 4, 


1930. 
Flood Control: Relief 


S. 4193. For relief of State of Fla. for 
damage to and destruction of roads and 
bridges by floods in 1928 and 1929. Passed 
S. Je. 5, 1930. 

H. R. 233. To approve action of War Dept. 
in rendering relief to sufferers of Miss. River 
flood in 1927. Passed H. Je. 11, 1930. 

H. R. 2936. For examination of Titta- 
bawassee and Chippewa Rivers, Mich., for 
flood control. Passed H. Dec. 15, 1930. Reptd. 
to S. Dec. 18. 

H. R. 5708. For estiniates necessary for 
maintenance of flood control works at Lowell 
Creek, Seward, Alaska. Reptd. to S. Dec. 
11. Recomtd. to Commerce Dec. 18. ; 

H. R. 8290. For examination of Mohican 
River Ditch from Lake Fork, Ohio, eight 
miles south. Passed H. Dee. 15, 1930. Reptd. 
to S. Dee. 18, 1930. 

H. R. 8736. For examination of Hocking 
River through Athens County, Ohio. Reptd. 
to H. Dec. 8. 

H. R. 9779. Examination of Mokelumne 
River, Calif., and tributaries, for flood con- 
trol. Passed H. Dec. 15. Reptd. to S. 
Dee. 18. 

H. R. 10264. For survey of Waccamaw 
River, North and South Carolina, for flood 
control, Passed H. Jan. 5, 1931. 

H. R. 10720. For examination of French 
Broad River for flood control. Passed H. 
Jan. 5, 1931. 

H. R. 11230. Examination of Yellow Creek 
tributaries of Cumberland R. for flood con- 
trol. Passed H. Dec. 15, 1930. Reptd. to 
S. Jan. 15, 1931. 

H. R. 12121. For survey of Salmon River, 
Alaska, for flood control. Reptd. to S. 
Dec. 11. 

H. R. 12129. 
flood waters of U. S. 
1930. 

H. R. 12190. For preliminary examina- 
tions of sundry streams with view to flood 
control. Reptd. to H. May 8, 1930. 


Foods and Drugs 

S. 3470. (H. R. 11514.) To define fruit 
jams, fruit preserves, fruit jellies, and ap- 
ple butter, to provide standards therefor, 
and to amend Food and Drugs Act of Je. 39, 
1906, as amended. Passed S. May 7, 1930. 

S. Res. 374. To investigate wheat and 
bread prices. Agreed to Jan. 16, 1931. 

S. Res. 384. Investtgation of prices of 
whole-wheat flour and brown and unréfined 
sugars. Reptd. to S. Jan. 6, 1931. 

H. R. 8. To amend Food and—Drugs Act 
relative to slack-filled packages. Passed H. 
Mar. 17, 1930. 

H. R. 11514. (S. 3470.) To define pre- 
serves, jam, jelly, and apple butter, to pro- 
vide standards therefor, and to amend Food 
and Drugs Act of Je. 30, 1906, as amended. 
Reptd. to H. Apr. 10, 1930. 


Foreign Relations 

H. R. 9326. To amend “Act to earry into 
effect provisions of conv. between U. S. and 
Great Britain te regulate level of Lake of 
the Woods concl. on Feb. 24, 1925,” ap- 
proved May 22, 1926, as amended. Reptd, to 
H. Je. 21, 1930. 

H. R. 15608. To authorize codification of 
boundary line between Panama Canal Zone 
and Republic of Panama. Reptd. to H. Jan. 
14, 

H. J. Res. 150. 
cies of U. S. in Haiti. 
1930. 

H. J. Res. 462. 
Water Comm., U. S. and Mexico. 
Passed’ H. Jan. 21, 1931. 

H. J. Res. 471. Participation by U. S. in 
Interparliamentary Union, Reptd. to H. Jan. 
21, 1931. 


For control of destructive 
Reptd. to H. May 14, 


For comm. to study poli- 
Reptd. to H. Dec. 14, 


For expenses of Internatl. 
Reptd. to 


Foreign Service 

H. R. 9110. ber 1ecalssification and in- 
crease of pay of Foreign Service clerks of U. 
S. under State Dept. Passed H. May 21, 
1930. Passed S., amended, Je. 11, 1930. Sent 
to conf. Je. 16, 1930. 

H. R. 9991, Fixing salary of Minister to 
Liberia. Passed H. Apr. 7, 1930. Passed 8. 
Jan. 15, 1931. 

H. R. 11580. To amend sec. 1709 of R. S. 
for conservation of estates of deceased citi- 
zens dying in consulates, Passed H. May 29, 
1930. 


Forestry 

S. 3594. Authorizing apprns. for protec- 
tion of natl. forests from fire. Passed 8. 
Je. 2, 1930. 

. To amend U, S. mining laws ap- 
plicable to natl. forests within State of 8S. 
Dak. Passed S. Apr. 14, 1930. 

8S. 4149. To add certain lands to Ashley 
Natl. Forest in Wyo. Passed S. Je. 25, 1930. 
Passed H. Jan. 21, 1931. 

S. J. Res. 183. Authorizing Secy. of Agric: 
to cooperate with Territories of U. S. un- 
der provisions of sees. 1 and 2 of “Act to 
provide for protection of forest lands, for 
reforestation of denuded areas,” ete. Reptd. 
to S. Jly. 1, 1930. 

H. R. 5404. For exchange of land adja- 
cent to Santiam Natl. Forest in Oreg. Reptd. 
to H. May 5, 1980. _ 

H. R, 5694. Clarke, N. Y. Apprns. to be 
expended under act of Mar. 1, 1911, for pro- 
tection of watersheds of navigable streams. 
Reptd. to H., amended, Feb. 15, 1930. H 

H. R. #529. To provide for establishment 
of Yakima Indian Forest, Passed H. Je. 23, 
1930. 

H. R. 10782. To facilitate and simplify 
work of Forest Service. Passed H. Je. 24, 
1930. Reptd. to S. Jly. 1, 1930, 

H. R. 11969. Withdrawal! of 376,000 acres 
of public lands in Own River Valley from- 
entry and sale. Passed H. Jan. 21, 1931, 

H. R. 12801. To. extend provisions. of 
Forest Exchange Act to public lands within 
10 miles .of boundaries of Whitman Natl. 
Forest in Dreg. Reptd. to H. Je..18, 1930. 

H. R. 13547. To safeguard yalidity of. per- 
mits to use natl. forest lands. Reptd. to 
H. Jan. 12,1981. Passed H. Jan. 14, 


. 


H. R. 16078. Memorial to Theodore 
Roosevelt for leadership in: cause of forest 
conservation. Reptd. to H. Jan. 15, 1931, 

Highways 

S. 120. To authorize President to detail 
enginers of Bur. of Public Roads of Agric. 
Dept. to assist govts. of Latin American 
republics in highway matters. Reptd, to 
S. Apr. 22, 1930. 

S. 4576. For investigation as to location 
and probable cost of southern approach road 
to Arlington Memorial Bridge. Passed S&S. 
Je. 5, 1930. 

S. 5314. To amend Pederal Highway Act. 
Reptd. to S. Dec. 19. 

H. R. 4021, To accept grant by Mont. of 
coneurrent police jurisdiction over rights 
of way of Blackfeet’ Highway. Reptd. to 
H, Jan. 7, 1980. 


Indians 

S. 615. Apprn. for payment to Uintah, 
White River, and Uncompahgre bands of Ute 
Indians in Utah for certain lands. Passed 
S. Je. 2, 1930. Reptd. to H. Je. 17, 1930. 

S. 872. (H. R. 11753.) To amend act 
for’ relief of certain tribes of Indians in 
Mont., Idaho, and Wash. relating to atty.’s 
fees. Passed S. May 12, 1930. 

S. 1270. Providing for construction of 
roads on Fort Belknap Indian Reservation 
in Mont. Passed S. May 22, 1930. 

S. 1533. (H.R. 5282.) Teo authorize Secy. 
of Interior to extend time for payment of 
charges due on Indian irrigation projects. 
Passed S. May 8, 1930. 

S.. 1785. For construction of roads on 
Blackfeet Indian Reservation in Mont. 
Passed S. May 22, 19380. 

S. 2134. For determination and payment 
of certain claims against Choctaw Indians 
enrolled as Miss. Choctaws. Passed S. Je. 
11, 1930. 


S. 2231. ‘Bo reserve certain lands in pub- 
lic domain in Ariz. for use and benefit of 
Papago Indians. Passed S. May 23, 1930, 
Passed H. Jan. 5, 1931. 

S, 3156. For final enrollment of Indians 
ef Klamath Indian Reservation in Oreg. 
Passed S. May 238, 1930. Reptd. to H. Je. 
14, 1930. 


S. 3165. Conferring jurisdiction upon Ct. 
Claims to hear, consider, and rept. upon 
claims of Choctaw and Chickasaw Indian na- 
tions. Passed S. May 22, 1930. -Reptd. to 
H. May 28, 1930. 

S. 3259. To authorize a per capita pay- 
ment to Pine Ridge Sioux Indians of S. Dak, 
Reptd. to S. Mar. 20, 1930. 


S. 3581. Authorizing Secy. of Interior 
to arrange with States for‘education, medi- 
cal attention, and relief of Indians. Passed 
S. May 22, 1930. 

S. 3938. (H. R. 10880.)> Authorizing con- 
struction of Michaud Div. of Fort Hall In- 
dian irrigation project. Passed S. May 22, 
1930. 

S. 4002. For construction of roatis on 
Rocky Boy Indian Reservation in Mont. 
Passed S. May 22, 1930. 

S. 4051. Authorizing Pillager 
Chippewa Indians, residing in Minn., to 
submit claims to Ct. of Claims. Passed 
S. Je. 2, 1950. Reptd. to H. Je. 16, 1930. 

S. 5034. Authorizing use of Osage fands 
for attys.’ fees. Reptd. to S. Dec. 18. 


S. 5295. Addti. per capita payment to 
Shoshone and Arapahoe Indians. Passed 8S. 
Jan. 7, 1931. Reptd. to H. Jan. 15, 1931. 

H. R. 4813. Extending time for home- 
stead entries on Cheyenne River and Stand- 
ing Rock Indian Reservation. Passed H. 
Mar. 4, 1930. 

H. R. 5282. (S. 1533.) To defer collection 
of construction costs against Indian lands 
within irrigation projects. Reptd. to H. Mar. 
26, 1930. 

H. R. 6979. For creation of Indian trust 
estates. Reptd. to H. May 28, 1930. 

H. R. 8476. For survey of lands claimed 
by Zuni Pueblo Indians, N. Mex., and is- 
suance of patent therefor. Passed H. Feb. 
17, 1930. ‘ 

H. R. 8812. To authorize Menominee Tribe 
of Indians to employ general attys. Reptd, 
to H. May 19, 1930. 

H. R. $761. For issuance of patents in 
fee for Indian homesteads on Crow, Black- 
feet and Fort Belknap reservations in Mont. 
Passed H. Apr. 11, 1930. 

H. R. 10425. To enable entrymen and pur- 
chasers of Indiah lands to secure refunds 
of any moneys paid in excess of reappraised 
value of lands. Passed H. Je. 10, 1930, 

H. R. 10515. To ratify certain leases with 
the Seneca Nation of Indians. Reptd.to H. 
Jan. 15, 1931. 

H. R. 10627. Amending law of Feb. 14, 
1920, for collection of fees for work done 
for benefit of Indians. Passed H. Apr. 11, 
1930. 

H. R. 10879. To direct Secy. of Interior to 
investigate reimbursable charges against In- 
dian tribes, etc. Reptd. to H. Mar. 19, 
1930. 

H. R. 10880. (S. 3938.) 
construction of Michaud Div. of Fort Hall 
Indian irrigation project, Idaho; apprn. 
therefor, and completion of project. Reptd. 
to H. May 7, 1930. 

H. R. 10932. For relief of homeless and 
destitute Chippewa Indians in Forest, Lang- 
lade and Oneida counties, Wis. Reptd. to 
H. Apr. 17, 1930. 

H. R. 11208. To ratify certain leases with 
Seneca Nation of Indians. Passed H. Dee. 15, 
1930. 

H. R. 11429. To regulate collectiéns from 
Indians in U. S. Reptd. to H. Apr. 24, 
1930. Reemtd. to Indian Affairs Je. 9, 1930. 

H. R. 11443. For Indian village at Elko, 
Nev. Passed H. Je. 12, 1930. Reptd. to S 
Dee, 18. 

H. R. 11753. (S. 872.) To amend act for 
relief of certain tribes of Indians in Mont., 
Idaho and Wash. as to attys.’ fees. Reptd. 
to H. May 8, 1930. 

H. R. 11783. For collection of penalties 
and fees for stock trespassing on Indian 
lands. Passed H, Je. 9, 1930. 

H. R. 11900. To authorize Secy. of Inte- 
rior to rept. on acquisition of portion of 
Menominee Indian. Reservation in Wis. 
Passed H. Je. 9, 1930. 

H. R. 12835. Use of tribal funds of In- 
dians belonging on Klamath Reservation te 
pay for suits pending in Ct. Cls. Reptd. 
to H. Jan. 22, 1931. 

H. R. 12871. For sale of isolated tracts 
in former Crow Indian Reservation, Mont, 
Passed H. Jan. 5, 1931. 

H, R. 13053. To accept donations in be- 
half of institutions conducted for benefit of 
Indians. Passed H. Jan. 5, 1931. 

H.R. 13132. For use of Osage funds for 
Attys. fees and expenses of litigation. Passed 
H. Jan. 19, 1931. , 

H. R.. 13528. For payment of $100 to 
each enrolled Chippewa Indian of »Minn, 
from Treasry funds, Reptd, to H. Jan. 15, 


bands of 


To authorize 


. 1931. 
_ , H.R, 15064. Addition to Temecyla or 
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————— 
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Pechange Reservation, Calif. Passed H. ; 
19, 1931, . ae 
H. R. 15267. To amend act to authorize 
cancellation of patents in fee simple for al- 
lotments held in trust. Reptd. to H. Jan, 14. 
i. R. 15590. For sale of Chippewa In- 
dian land to Minn. Passed H. Jan. 21, 1931. 
H. R. 15603. To extend restrictive period 
agst. alienation, or other encumbrance of 
any interest of restricted 1eirs of members 
of -ive Civilized Tribes. - Reptd. to H. 
Jan. 7. . ° 
H. R. 15772. To amend act to extend 
period of restriction in lands of, Five Civil- 
ized Tribes. Reptd. to H. Jan. 21, 1931. 
° , e ° 
Insular Affairs: Territories 
8S. 168. For bienntal apptmt. of Bd. of 
Visitors to inspect and rept. upon govt. and 
conditions in Philippine Islands. Passed S. 
Je. 2, 1930. _ Reconsidered. 


S. 3463. To extend admiralty laws of U. 
S. to Virgin Islands. Reptd. to S. Jan. 14. 
S. 3822. For Philippine independence. 


Reptd. to S. Je. 2, 1930. 

S. 4142. To increase salary of Gov. of 
Alaska from $7,000 to $10,000. Passed S. 
Je. 27, 1930. Reptd. to H. Jly. 2, 1930. 

S. 4708. To authorize rept. on road from 
Fairbanks to Point Barrow, Alaska. Passed 
8. Je, 25, 1930. 

S. 5138. To amend organic act of Porto 
Rico, approved Mar. 2, 1917. Reptd. to S. 
Jan. 14. 

S. 5139. To extend laws as to vocational 
education and civilian rehabilitation to Porto 


Rico. Reptd. to S. Jan. 14. 

S. 5285. To amend organic act of Porto 
Rico. Reptd. to S. Jan. 14. 

S. 5416. For filling of certain vacancies 


in S. and H. of Representatives of Porto 
Rico. Reptd, to S. Jan. 14. 

S. 5515. To amend Ac® of Aug. 29, 1916, 
“Act te declare purpose of U. S. as to future 
political status of people of Philippine Is.” 
Reptd. to S. Jan. 21, 1931. 

S. 5621. Govt. for American Samoa. 
Reptd. to S. Jan. 20, 1931, 

S. J. Res. 120. Authorizing Pres. to reor- 
ganize admn., of insular possessions. Reptd. 
to S. Jan. 15, 1931. 

S. J. Res. 132. Extending certain sees, of 
Act for reforestation of denuded areas and 
protection of forest lands to Porto Rico. 
Reptd to S. Jan. 14, 

S. J. Res. 193. To change name of Island 
of Porto Rico to “Puerto Rico.” Passed S. 
Je. 30, 1930. Reptd. to H. Jan. 10, 1931. 

S. J. Res. 212. To coordinate the fiscal 
business of Agric. Dept. and Alaska Game 
Comm. in Alaska. Reptd. to S. Jan. 21, 1931. 

H. R. 252. To facilitate work of Agrie. 
Dept. in Alaska. Passed H. Je. 10, 1930. 
Reptd. to S. Jan. 21, 1931. 

H. R. 4656.-To amend Hawaiian orgaric 
act relative to jurors. Passed H, Feb. 17, 
1930, \ 

H. R. 5708. For estimates necessary for 
proper maintenance of flood control works 
at Lowell Creek, Seward, Alaska. Passed H. 
Je. 24, 1930. 

H. R. 11285. To amend Alaska game law. 
Passed H. Jan. 19, 1931. 

H. R. 11368. To fix ann. compensation of 
Secy. of “Alaska. Passed H. Jan. 19, 1931. 

H. R. 12901. To extend certain vocational 
education and civilian rehabilitation laws to 
Porto Rico. Reptd. to H. Dec. 8. 

H. R. 14560. To amend organic act of 
Porto Rico to establish Labor Dept. Reptd. 
to H. Jan. 10, 1931. 

H. R. 15865. Retirement of employes of 
Panama Canal and Panama R. R. Co., citi- 
zens of U. S. Reptd. to H. Jan. 8, 1931. 


Internal Revenue 
H. R. 10658. To amend sec. 1 of act of 
May 12, 1900 (chap. 393, Stat., p. 177), to 
permit repayment of revenue stamps on un- 
sold tobacco. Passed H. Jan. 19, 1931. 


Internatl. Conferences 

H. J. Res. 229. To defray expenses of 
participation by U. S. in Inter-American 
Conf. on Bibliography to be held at Havana, 
Cuba. Passed H. Feb. 3, 1930. 

H. J. Res. 299. For ann. apprn. to meet 
quota of U. S. toward expenses of Internatl. 
Technical Com. of Aerial Legal Experts. 
Passed H. May 29, 1930. 

H. J. Res. 321. Authorizing $4,500 apprn. 
for U. S. to participate in Internatl. Conf. 
on Unification of Buoyage and Lighting cf 
Coasts at Lisbond, 1930. Passed H. Je. 25, 
1930. 

H. J. Res. 331. The Hague Conf. on Codi- 

“fication of Internatl. Law. Passed H. May 22, 
1930. 


Judiciary: Judicial Code 

S. 90. Relating to pardons. Reptd. Je 14, 
1929. Passed S. Apr. 1, 1930. 

S. 1645. Amending sec. 876 of R. S. re- 
lating to issuance of subpoenas. Passed 8. 
Apr. 1, 1980. Reconsidered. 

S. 1916. Permit presence of stenographers 
during taking of testimony. Reptd. to S. 
May 19, 1930. 


S. 1985. Providing against misuse of of- 
ficial badges. Passed S. May 22, 1930. 

S. 2358. For addtl. distr. judge for West- 
ern Distr., Wash. Reptd. to S. Dec. 16, 

S. 2497. To amend Judicial Code to de- 
fine and limit jurisdiction of equity cts. 


Reptd., adversely, Je. 9. Minority rept. Je. 
20. 


S. 2832. An act to amend sec. 319 of act 

entitled “An act to codify, revise, and amend 
penal laws of U. S.” approved Mar. 4, 1909. 
Reptd. to S. Jan. 14. 
' §. 3229. To provide for apptmt. of addtl. 
distr. judge for Southern Distr. of N. Y. 
Passed S. Reconsidered and restored to 
calendar. 

S. 3614. For apptmt. of two addtl. distr. 
judges for Northern Distr. of Ill. Passed 8S. 
Je. 11. -Reptd. to H. Je. 14, 1930. 

8S. 4357. To limit jurisdiction of distr. 
ets. of U. S. Reptd. to S. May 20, 1930. 

S. 4425. To amend sec. 284 of Judicial 
Code, to permit three grand juries to sit 
simultaneously in Southern Distr., N. Y. 
Reptd. to S. Je. 10. Passed 8. Je. 27, 1930. 
Reptd. to H. Jan. 15, 1931, 


H. R. 23. To amend Judicial Code as 
to declaratory judgments. Reptd. to H. Dec. 
21, 1929. 

H. R. 739. Permitting officers who take 


and approve official bonds to require re- 
newal of such bonds. Passed H. Dec. 16, 
1929. 

H. R. 980. To permit U. 8S. to become 
party defendant in cases where U. S. holds 


party liens on real property. Passed H. 
Feb. 5, 1930. Passed S., amended, Apr. 14, 
1930. Sent to conf. Je. 13, 1930. 


_ H. R. 5285. Removing duty of U. S§. 
judges to certify expense accounts of U. 
S. attys..and asst. attys. Passed H. Jan. 22, 


1930. 
H. R. 5624. To amend sec. 83 of Judicial 
Code, as amended, Judicial Distr., Ky. 


Reptd. to H. May 23, 1930. 
H. R. 7587. For apptmt. of reporters 
. in courts of U. 8. and to fix their duties 











and compensation. Passed H. Jan. 22, 1930. 

H. R. 9590. For apptmt. of one addtl. 
distr. judge for Eastern and Western distrs. 
of Ark. Passed H: Je, 24, 1930. 

H; R. 11622. For apptmt. of addtl. distr. 
judge for Eastern Distr. of La. Passed H. 
Je, 23, 1930. 

H. R. 11623. For apptmt. of addtl. distr. 
judge for Southern Distr. of Tex. Passed 
H, Je. 25, 1930. : 

H. R. 11967. For apptmt. of addtl. distr. 
judge for Southern Distr. of Ill. Passed H. 
Jan. 19, 1931, 

H. R. 11971. For holding of court at 
Bloomington, in Southern Div. of Southern 
Distr. of I. Passed H. Je. 10, 1930. 

H. R. 12032. For apptmt. of two addtl. 
distr. judges for Southern Distr. of N. Y. 
Reptd. to H. May 24, 1930. z 

H. R. 12059. For apptmt. of addtl. judge 
of Distr. Ct. of U. 8. for Eastern Distr. 
of N. Y. Reptd. to H. May 23, 1930. 

H. ~*. 12095. To provide for tnird ju- 
—— distr. in W. Va. Passed H. Je. 23, 

930. 

H. R. 12307. For apptmt. of addtl. judge 
for Distr. Ct. of U. S. for Western Distr. 


of Okla, Passed H. Je. 23, 1930. f 
_ H. R. 12347. For apptmt. of addtl. distr. 
judge fo. Eastern Distr. of Mo. Reptd. 


to H. May 27, 1930. : 
_ H. R. 12350. For apptmt. of addtl. distr. 
judge for Eastern Distr. of Mich. Passed H. 


Je, 23, 1930. 
Labor 


S. 3059. For advance planning and reg- 
ulated construction of public works. Passed 
S. Apr. 28, 1930. Passed H., amended, 
Jiy. 1, 1150. Sent to conf. Jly. 2, 1930. 

S. 3060. For establishment of natl. em- 
ployment system. Passed S. May 12, 1930. 
Reptd. to H. Je, 26, 1930. 

S. J. Res. 86. Creating comm. ‘to study 
Supply of unskilled labor. Passed S. Je. 17, 


1930. 

S. J. Res. 149. Apprn. of $50,000,000 for 
relief of unemployment. Reptd. to S., ad- 
versely, Apr. 18, 1930. Recomtd. Dec. 15. 

S. Res. 409. For Presidents’ Emergency 
Com. for Employment to submit unemploy- 
ment rept. of Metropolitan Life Insurance 
Co. Agreed to Jan. 21, 1931. 

H. R. 9232. ‘To regulate rates of wages 
for la »rers and mechanics employed by 
contractors and subcontractors on public 
works of U. S. and Distr. Col. Reptd. to 
H. Apr. 15, 1930. P 

H. R. 16384. Regulation of construction of 
Public works to prevent business depression 
and unemployment. Reptd. to H. Jan. 22. 


Medals of Honor 
H. R. 12922. For medals of honor and 
awards to Govt. employes for distinguished 
Service in science. Reptd. to H. Jly. 3, 1930. 


Mines: Minerals 
S. 5220. For mining experiment sta. of 
Bur. of Mines at College Park, Md. Reptd. 
to S. Jan. 21, 1931. 


Monuments: Statues 

S. 2814, To authorize erection of statue 
of Maj. Gen. George W. Goethals. Passed 
S. Apr. 7, 1930. 

8. 3051. Monument to commemorate serv- 
ice of Martin Charger and other Indians. 
Passed S. Apr. 10, 1930. 

S. 4384. Monument to memory of first 
Permanent settlement of West at Harrods- 
burg, Ky. Reptd. to S. Je. 30, 1930. 

S. J. Res. 93. Monument to Maj. Gen. 
Wm. C. Gorgas, late Sur. Gen. of U. S. 
Army. Passed S. Mar. 25, 1930. 1 

S. J. Res. 95. (H. R. 7983.) Memorial 
building to commemorate winning of Oreg. 
country. Passed S. Apr. 1, 1930. 

S. J. Res. 143. For comm, to prepare 
Plans for monument in City of Washington 
commemorating achievements of Orville and 
Wilbur Wright in development of aviation. 
Passed S. Mar. 21, 1930. ce 

S. J. Res. 171. To amend sec. 5 of jt. 
res. relating to Natl. Memorial Comm., ap- 
proved Mar,-4, 1929, for memorial bldg. 
to achievements, of Negroes. Passed S. Je. 
2, 1930. Passed H. Jan. 19, 1931. 

S. J. Res. 177. Monument to Wm. H. 
Taft at Manila, P. I. Pagsed S. Je. 17, 1930. 
Reptd. to. H. Jly. 1, 1930. 

S. J. Res. 228. Relocation of statue of 
Maj. Gen. Rawlins. Reptd. to S. Jan. 15, 
1931. 

H, R. 5271. Authorizing Secy. of Interior 
to acquire land and erect monument at site 
near Crookston, Minn., to commemorate 
signing of treaty on Oct..2, 1863, between 
U. S. and Chippewa Indians. Passed H. 
Je. 2, 1930. Reptd. to S. Jan. 20, 1931, 

H. R. 7983. (S. J. Res. 95.) Memorial 
building at Champoeg, Oreg., to commemo- 
rate winning of territory. Reptd. to H. Feb. 
19, 1930. 

H. R. 10296. To provide for use of U. S. 
S. “Olympia” as a memorial to men and 
women who served in war with Spain. Reptd. 
to H. Mar. 13, 1930. 

H. R. 11489. For commemoration of cer- 
tain military historic events. Reptd. to H. 
May 19, 1930. 

H. R. 11592. For monuments to mark 
birthplaces of deceased Presidents of U. S. 
Reptd. to H. Apr. 21, 1930. 


H. R. 15931. Relocation of statue of 
Gen. John A. Rawlins. Reptd. to H. Jan. 
15, 1931. 


H. J. Res. 255. For apprn. as contribu- 
tion of U. S. toward Columbus Memorial 
Lighthouse at Santo Demingo. Reptd. to 
H. May 23, 1930. 


Motor Transportation 

S. J. Res. 58. For comm, to study trans- 
continental express motorway. Passed S. 
May 7, 1930. 

H. R. 10288. To regulate transportation 
of persons in interstate and foreign com- 
merce by motor earriers operating on pub- 
lic highways. Passed H. Mar. 24, 1930. 
Reptd. to S, May 23, amended, Rept. No. 
720. Recomtd. to Interstate Commerce 
Dec. 4, 1930. 


National Defense 
S. 4. To regulate promotion in Army. 
Reptd. May 13. Passed S. May 15, 1929. 
8. 23. To regulate procurement of mo- 
tor transportation in Army. Passed S. Dec. 
15, 1930. 


_ 5. 64. For Secy. of War to acquire land 
in Utah for militia target ~ange. Passed S. 
Jan. 22, 1930. 


8S. 550. (H. R. 1190.) To regulate dis- 
tribution and promotion of commissioned 
<anws of the line of Navy. Passed S. Apr. 
, 1930. 

S. 551. (H. R. 7974.) To regulate dis- 
tribution and promotion of commissioned 
officers of Marine Corps. Passed 8. Je. 6, 
1930, Reconsidered and restored to calendar. 

S. 1011. Teo amend Natl. Defense Act 
to give higher rank and pay to bandmas- 
ters. Passed §S. Apr. 17, 1930. 

S. 1721. . Direeting retirement of acting 
asst. surgeons of U. S. Navy at age of 64 
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CALENDAR~OF BILLS PENDING IN CONGRESS 





Reptd. to 


Passed S. May 7, 1930. F 
Enacting 


years. 
1930. 


H., with amdmt., Je. 4, 
clause stricken eut Je. 25. 


S. 1952. For nautical school at port of 
New Orleans, La. Passed S. Apr. 7, 1930. 
S. 2980. To direct Comptr. Gen. to al- 


low certain expenditures in War Dept.; defi- 
nition of baggage by Secy. of War. Passed 
S. Je. 27, 1930. 

S. 3184. To permit County of Solano, 
Calif., tu lay, construct, install, and main- 
tain sewer outlets over and across Navy 
longitudinal dike and accretion thereto, in 
Mare Island Straits, Calif. Passed S. Apr. 7, 
1930. 

S. 4108. For reimbursement of apprns. 
for expenditures made for upkeep and 
maincenance of U. S. War Dept. property. 
Passed S. May 12, 1950. Reptd. to H. Je. 4, 
1930. 

S. 4247. For improvement of approach 
to Confederate Cemetery, Fayette ille, Ark. 
Passed S. Je. 5, 1930. 

S. 4248. Authorizing Secy. of War to con- 
vey Fort Griswold tract in Conn. Passed 8. 
Je. 25, 1930. 

S. 4619. For disposition of effects of 
persons dying while subject to military 
law. Reptd. to S. Dee. 15. 

S. 4636. To authorize Secy. of War to 
resell undisposed portion of Camp Taylor, 
Ky. Passed S. Je. 11, 1930. 

"S. 5732. Acquisition of land 
Co., N. Y., for use as addition 
Point Military Reservation. Reptd. 
Jan. 16, 1951. 


in Orange 
to West 
to S. 


S. 4750. For alterations and repairs to 
certain naval vessels. Passed S. Dec. 8, 
1930. Reconsidered and passed S. Jan. 15, 


1931. 
S. 4800. To authorize certain officers of 

U. S. Navy and Marine Corps to accept such 

foreign decorations. Reptd. to S, Jan. 10. 

S. 4821. To deliver to State silver service 
presented t» U. S. for U. S. Battleship 
Florida. Reptd. to S. Jan. 14. 

S. 4907. To deliver to Princeton Club of 
Philadelphia bowl and ladle used on U. S. 
S. “Princeton.” Reptd. to S. Jan. 19, 1931. 

S. 5069. To deliver to Utah silver service 
used on battleship “Utah.” Reptd. to S. 
Jan. 19, 1931. : 

S. 5288. For construction of certain naval 
vessels. Reptd. to S. Jan. 19, 1931. 

S. J. Res. 20. To promote peace and to 
equalize burdens and to minimize profits 
of war, universal draft. Reptd. to S. Dee. 
18, 1929. 

S. J. Res. 192. Bd. of officers to prepare 
promotion plan for Army, Navy, Marine 
Corps, Coast Guard, Public Health Service, 
and Coast-and Geodetic Survey. Passed 5S. 
Je. 17, 1930. 

H. R.° 1190. (S. 550.) 
tribution and promotion 
officers of line of Navy. 
26, 1930. 

H. R. 1420. To authorize Secy. of War 
to loan aeronautical equipment and mate- 
rial for research and experimentation. 
Passed H. Je. 5, 1930. 

H. R. 2366. Authorizing Secy. of War to 
convey certain portion of Military Reser- 
vation at Fort McArthur, Calif., to City of 
Los Angeles, Calif., for street purposes. 
Passed H. Mar. 4, 1930. 

H. R. 3311. To authorize acquisition of 
certain tidelands for sewer purposes at 
Fort Lewis, Wash. Reptd. to H. Jan. 24, 
1930, 

H. R. 3313. 


To regulate dis- 
of commissioned 
Reptd. to H. Je. 


Authorizing Secy. of War to 
acquire free of cost to U. S., Confederate 
Stockade Cemetery on Johnson’s Island, 
Sandusky Bay, Ohio. Passed H. Mar. 4, 
1930. 

H. R. 3314. To further amend sec. 6, act 
of Mar. 4, 1923, relative to burial of civil- 
ian components of Army who die in line of 
duty. Reptd. to H. Je, 11, 1930. 

H. R. 3869. Addtl. land for Walter Reed 
Hospital. Reptd. to H. Jan, "# 

H . 4501. To authorize funds for cor- 
struction of building at Fort Sam Houston. 
Passed H. Jan. 5, 1931, 

H. R. 4502. Apprn. for repairs to old 
Fort San Carlos, Fla, and erect tablet 


thereon, Reptd. to H. Feb. 12, 1030. 

H. R. 6145. To regulate minimum age 
limit for enlistments in Naval Reserve or 
Marine Corps Reserve. Reptd. to H. Je. 
27. 1930. 

H. R. 6618. For study, investization, and 


survey, for commemorative purposes, of 


battle field of Chalmette. Reptd. to S. 
Dee. 15. 
H. R. 6810. Secy. of Navy to accept 


lighter-than-air base near Sunnyvale, Calif. 
teptd. to H. Dee. 17. 

H. R. 6867. Apprns. for construction of 
ammunition storehouse at Ft. Benjamin 
Harrison in Ind. Reptd. to H. Jan. 6. 


H. R. 7244. Apprns. for construction at 
Maxwell Field, Alas Reptd. to H. Jan. 22, 
1930. 3 

H. R. 7272. For paving of Govt. road 


across Fort Sill, OXla., military reservation. 
Passed H. Je. 9. Reptd. to S. Jan. 9, 1931. 
H. R. 7929. Retirement for persons who 
hold licenses as navigators or engineers 
who have reached age of 64 years and have 
served 25 or more years in Army trans- 
port service. Passed H. Jan, 11, 1930. 
R. 7974. (S. 551.) To regulate dis- 
tribution and promotion of commissioned 
officers of Marine Corps. Reptd. to H. Jan. 


7, 1930. Suppl. rept., Pt. 2, Je. 30. 

H. R. 8140. For policing of military 
roads out of Distr. Col. Reptd. to H. May 
26, 1930. 


H. R. 8159. Apprn. for construction at 
U. S. Military Academy, West Point, N. Y.; 
Fort Lewis, Wash.; Fort Benning, Ga. 
Passed H. Je. 5, 1930. Passed S,, amended, 
Je. 27, 1930. Sent to conf. Je. 30, 1930. 

H. R. 9676. To proceed with certain pub- 
lic vorks at N. S. Naval Hospital, Wash- 
ington, D. C. Passed H. Je. 10, 1930. 

H. R. 9893. H. L. Chatkoff, to provide a 
military status for certain Amer. citizens. 
Passed H. Je. 24, 1930. 


H. R. 10134. For exchange of land at 
Randolph Feld, Tex. Rept. to H. Jan. 6. 
H. R. 10166. To authorize Secy. of Navy 


to proceed with construction of certain pub- 
lic works at Philadelphia, Pa. Passed H. 
Je. 18, 1930. 

H. R. 10380. Adjusting salaries of Naval 
Academy Band at Annapolis, Md. Passed H. 
Je. 18, 1930. 

H. R. 11367. 
at 2arris Island, S. C. 
5, 1930. 

H. R. 11979. 
persons dying in 
to H. Jan. 19, 1931. 

H. R. 12719. Apprn. for censtruction at 
military posts. Reptd. to H. Je. 11, 1930. 


For certain publie works 
Reptd. to H. Je. 


Disposition of effects of 
military service. Reptd. 


H. R..12807. To authorize apprns. for 
construction at military posts. Reptd. to 
H. Je. 10, 1930. 

H. R. 12918. To amend Natl. Defense 


Act of Je. 3, 1916, as amended, to incor- 
porate Natl. Guard in regular establishment 
of Army. Reptd. to H. Jly. 2, 1930. 
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H. R. 12964. For alterations and repairs 
to certain naval vessels. Reptd. to H. Je. 
28, 1930. 


H. R. 13160. Secy. of Navy to deliver te 
Rosenberg Library, Galveston, Tex., silver 
service presented to U. S. for cruiser “Gal- 
veston.” Passed H. Jan. 19, 1931. 

H. R. 13262. To donate co Oakland, Calif., 
certain guns and mounts used by Coast 
Guard cutter “Bear.” Reptd. to H. Jan. 13. 

H. R. 13522. To deliver to Fla. State Mu- 
seum, Gainesville, Fla., silver service set 
donated to U. S. S. “Florida.” Reptd. to 
H. Jan. 1°, 1931. 


H. R. 14441. To authorize public works 
at Naval War College. Reptd. to H. Jan. 
21, 1931. 

H. R. 1-688. For construction of certain 
naval vessels. Reptd. to H. Jan. 17, 1931. 


H. R. 14817. To deliver to Utah State Cap> 
itol Museum, silver service in use on U. 
S. S. “Utah.” Reptd. to H. Jan. 20, 1931. 

H. R. 15926. To amend “Act to amend 
act Aug. 29, 1916, relative to retirement of 
captains, comdrs. and lieut. comdrs. of line 
of Navy,” as amended Mar. 4, 1929. Reptd. 
to H. Jan. 21, 1931. 


National Monuments 


H. R. 4290. To provide for care of pri- 
vate battlefield memorials in Europe. Passed 
H. Je. 11, 1930. 

H. R. 10576. Exchange of lands with 
owners of private-land holdings within 
Chaco Canyon Natl. Monument, N. Mex. 
Passed H. Jan. 21, 1931. 

H. R. 15877. Exchange of land within 
eraters of Moon Natl. Monument. Passed 


H. Jan. 21, 1931. 


Parks 


S. 196. For uniform administration of 
natl. parks by Interior Dept. Passed S. 
May 7, 1930. Passed H. Jan. 21, 1931. 

S. 3073. To amend Act of Apr. 9, 1924, 
for natl.-park approaches. Reptd. to S. 
Dec. 20. 

Ki. R. 6128. To establish natl. military 
park to commemorate Battle of Kings 
Mountain. Passed H. Je. 11, 1930. 

H. KR. 7496. Apprn. for improvements at 


Guilford Courthouse Natl. Park. 
Je. 5, 1930. 

H. R. 11968. To reserve scenic rocks, 
pinnacles, islands along Calif. coast for 
public use. Passed H. Jan. 21, 1931. 

H. R. 12381. For Everglades Natl. Park 
in Fla. Reptd. to H. Jan. 17, 1931. 

H. R. 12404, To amend act of Apr. 9, 1924, 
for national park approaches. Reptd. to H. 
Je. 21, 1930. Passed H. Jan. 14. 

H. R. 15249. Land adjoining Hot Springs 
Natl. Park, Ark. Passed H. Jan. 21, 1931. 


Passed H. 


H. R. 15008. To extend boundaries of 
Mount Rainier National Park, Wash. Reptd. 
to H. Jan. 10. Passed H. Jan. 14, 1931. 


Reptd. to S. Jan. 21, 1931. 

H. R. 158°7. Retention by U. S. of site 
in Hot Springs Natl. Park. Passed H. Jan. 
21, 1931. 

H. R. 15876. Addition of lands to Mesa 
Verde Natl. Park, Colo. Passed H. Jan. 21, 
1931. 

H. R. 16116. To adjust boundaries and 
for addition of lands to Bryce Canyon Natl, 
Park, Utah. Passed H. Jan. 21, 1931. 

Paients 

S. 4442. For suspension of patent rights 
in anti-trust law violation. Passed S. Je. 
2, 1930. S. asks return of bill Je. 4, 
Retd. to S. Je. 4. 

H. R. 699. To prevent frauds, deception 
or improper practice in connection with 
business before U. S. Patent Office. Passed 
H. Mar. 17, 1930. Reptd. to H. May 8, 
amended, Patents. 


Patriotic Observances: Assns. 
S. 2591. For commemoration of action 
at Tuscaloosa, Ala. Passed S. Apr. 1, 1930. 
S. Apr. 1, 1930. 
S. 2592. For commemoration of siege of 
Blakeley, a. Passed S. Apr. 1, 1930. 








Apr. 3, 3 
S. 2593. For commemoration of battle of 
Burnt Corn, Ala. Passed S. Apr. 1, 1930. 


S. 2594. 
der of forces commanded by 
to Gen. Canby at Citronelle, Ala. 
Apr. 1, 1930. 

S. 2595. For commemoration of historic 
events which occurred at Fort Williams, Ala. 


For commemoration of surren- 
Gen. Taylor 
Passed S. 


Passed S. Apr. 1, 1930. 

S. 2596. For commemoration of battle of 
Talladega, Ala. Passed S. Apr. 1, 1930. 

8S. 2597. For commemoration of historic 
events which occurred at Fort Mitchell, 
Ala. Passed S. Apr. 1, 1930. 

S. 2598. For commemoration of historie 


events which occurred at Jackson Oak, Ala; 
Passed S. Apr. 1, 1930. 


S. 2599. For commemoration of mas- 
sacre at Fort Mims, Ala. Passed S. Apr. 1, 
1936, 

S 2600. For commemoration of seige 


of Spanish Fort, Ala. Passed S. Apr. 1, 1930. € 

S. 2601. For commemoration of historic 
events which occurred at Fort Tombigbee, 
Ala. Passed S. Apr. 1, 1930. 

S. 2602. For commemoration of historie 
events which occurred at Fort St. Stephens, 
Ala. Passed S. Apr. 1, 1930. 

8. 2603. For commemoration of historie 
events which occurred at Fort Jackson (Fort 
Toulouse), Ala. Passed S. Apr. 1, 1930. 

S. 2604. For commemoration of historie 
events which occurred at Fort Stoddard, 
Ala. Passed S. Apr. 1, 1930. 

S 2643. To prolong life of George Rogers 
Clark Sesquicentennial Comm. to Je. 30, 
1935, and to increase authorization from 
$1,000,000 to $1,750,000. Passed S. Je. 27, 
1930. 

S. 4515. To commemorate Battle of 
Helena, Ark. Passed S. Je. 24, 1930, 

S. 5061. To authorize Nal. Secy. United 
Daughter of 1812 to make ann. rept. to 
Smithsonian Institution, Reptd. to S. Dec. 8, 
1930. 

H. R. 1408. For investigation and sur- 
vey for commemorative purposes of Bull 


Run and Second Manassas battlefields in 
Va. Passed H. Mar 4, 1930. 
Pensions 


H. R. 12759. For retirement of employes 
of Panama Canal and Panama Railroad Co., 
on Isthmus of Panama, who are U. S. citi- 
zens. Reptd. to H. Je. 12, 1930. 


Petroleum 
H. R. 13158. For conservation, care, and 
operation of naval petroleum and oil-shale 


reserves. Reptd. to H. Je. 30, 1930. 
Postal Service 
8S. 543. To inerease pay of mail carriers 


in village delivery service. Passed S. May 8, 


1930. 4% 


8. 1101. To permit adjustment of lease 
rate of post office garage in Boston, Mass. 
Reptd. Mar. 24. Passed S. Apr. 7, 1930 

» 1413. Amdng. act making apprns, for 
services of P. O. Dept. relating to stmts.. 
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ef ownership of newspapers. 
Apr. 1, 1930. 

S. 1446. To amend sec. 213, act of Mar. 
4, 1909, affixing penalties for use of mails 
in connection with fraudulent devices and 
lottery paraphernalia. Passed S. Je. 24, 1930. 

S. 3044. To amend sec. 31 of title 39 
of U. S. Code to authorize payment for 
services of postmasters under emergency 
apptmts. Passed S. May 7, 1930. 7 

8. 3178. (H. R. 11096.) To authorize 
collection of addtl. postage on ihsufficiently 
or improperly addressed mail to which di- 
rectory service is accorded. Reptd. to S. 
Apr. 29. Passed S. May 8, 1930. Reptd. 
Dec. 4. Recomtd. Jan. 7, 1931. 

S. 3276. To enable postmaster to desig- 
nate employes to act for him, including 
signing of checks in his name. Reptd. to S. 
Apr. 28, 1930.” 

S. 3416. Repealing various provisions of 
Espionage Act of Je. 15, 1917 (40 Stat. L. 
P. 217). in connection with postal matter. 
Passed S. Je. 11, 1930. 

S. 4235. To prohibit sending of «nsolic- 
ited merchandise through mails. Passed S. 
May 23, 1930. 

S. 5365. To repeal sec. 7 of Postal Act 
approved May 29, 1928. Rept. to S. Jan. 
13, 1931. 

S. Res. 373. 
Dec. 20. 

H. R. 101. 
medal of honor. 
to S. Dec. 18. 

H. R. 3087. Granting leaves cf absence 
with pay to substitutes in postal service. 
Passed H. Je. 10, 1930. 

H. R. 5659. To authorize P. M. G. to 
charge fee for inquiries concerning regis- 
tered, insured, or C. O. D. mail, and for P. 
M. O. Passed H. Dec. 10, 1930. Reptd. to 
S. Dec. 18, 1930. 

H. R. 6603. Shorter workday on Saturday 
for postal employes. Passed H. Dec. 10, 1930. 
Reptd. to S. Dee. 18, 1930. 

H. R. 8361. Prohibiting P. M. G. from 
entering into contracts with anyone with 
respect to foreign flag ships in competi- 
tion with any American flag ships. Passed 
H. Fec. 28, 1930. 

H. R. 8568. To compensate P. O. Dept. 
for extra work caused by payment of money 
orders at offices other than those on which 
orders are drawn. Passed H. Jan. 7, 1931. 

H. R. 8649. To authorize P. M. G. to 
collect increased charge for return receipts 
for domestic registered and insured mail. 
Passed H. Dec. 10, 1930. Reptd. to S. Dec. 
18, 1930. 


H. R. 13566. Buildings for post office sta- 
tions, etc. Reptd. to H. Jan. 22, 1931. 

S. 3178 (H. R. 11096). To authorize col- 
lection of addtl. postage on insufficiently 
or improperly addressed mail to which di- 
rectory service is accorded. Reptd. to S. 
Apr. 29, 1930. Passed S. May 8, 1930. 

H. R. 8806. To authorize P..M. G. to 
fine steamship and aircraft carriers trans- 
porting mails beyond borders of U. S. for 
unreasonable and unnecessary delays. 
Passed H. May 5, 1930. 

H. R. 10676. To restrict expeditious han- 
dling, transportation, and delivery of certain 
mail matter where local or contractual con- 
ditions are inadequate. Passed H. Dec. 10, 
1930. 

H. R. 11096. (S. 3178.) 
age charge for directory service. 
H. Apr. 1, 1930. 

H. R. 12412. To authorize P. M. G. to per- 
mit railroad and electric-car cos. to provide 
mail transportation by motor vehicle in lieu 
of service by train. Reptd. to H. May 28, 
1980. Recomtd. by H. Dee. 10. 

H. J. Res. 357. Classifying certain official 
mail matter. Passed H. Jan, 7, 1931. Reptd. 
to S. Jan. 19, 1931. 


Power Development 


S. J. Res. 130. Directing Fedl. Power 
Comm. to stop issuing permits on projects 
relating to Columbia River pending further 
investigation. Passed S. Jan. 31, 1930. 

H. J. Res. 392. Invention of Garabed 
T. K. Giragossian for use of free energy, 
etc. Rept. to H. Jly. 2, 1930. 


Prohibition 


S. J. Res. 53. To creat jt. com. on reor- 
ganization of agencies for prohibition en- 
forcement. Repta. to S. Je. 12, 1929. Passed 
forcement. Passed S. Dec. 16, 1930. 

H. R. 9937. For summary prosecution of 
petty offenses before U. 8. Comrs. Passed 
H. Je. 4, 1930. 

H.R. 9985. To amend natl. prohibition act 
as amended, penalities for minor offenses. 
Passed H. Je. 3, 1930. Passed S. Jly. 2, 
amended. H. agrees to amdmts. Jan. 8, 1931. 
Approved Jan. 15, 1931. 

H. R. 11199.. To amend Natl. Prohibition 
Act to make unknown owners of nuisances 
party to action by substituted service. Reptd. 
to H. Mar. 31, 1930. 

H. R. 11204. To establish U. S. border 
patrol under Treasury Dept. Passed H. Jly. 
1, 1980. 

H. R. 12056. For waiver of trial by jury 
in distr. courte and Distr. Col. Passed H. 
Je. 3, 1930. Reptd. to S. Jly. 2. 

H. R. 12352. Payment to Norway for de- 
tention of vessel seized and searched on 
suspicion of liquor smuggling. Passed H. 
Jan. 19, 1931. 

H. Con. Res. 46. Printing of addtl. copies 
of H. Doc. No. 722, 7ist Congress, message 
from President of U. S. transmitting rept. 
on enforcement of prohibition laws. Adopted 
by H. and S. Jan. 21, 1931. 


Public Buildings and Grounds 


S. 5776. For advance planning regulated 
construction of public works, for stabiliza- 
tion of industry. Passed S. Jan. 21, 1931. 

H. R. 14040. To expedite work on Fedl. 
building program under act of May 26, 
1926. Passed H. Jan. 19, 1931. 

H. R. 14255. To expedite construction 
of public works outside of Distr. Col., 
titles of sites to be taken in advance of 
final judgment under power of eminent do- 
main. Passed H. Dec. 15, 1930. Reptd. to S. 
Jan. 20, 1931. 

H. R. 16248. Secy. of War to exchange 
with Rosslyn Connecting Kailroad Co. lands 
on Va. shore of Potomac River near Arling- 
ton Memorial Bridge. Reptd. to H. Jan. 22, 


1931. 
Public Health 


S. 255. For promotion of health and 
welfare of mothers and infants. Passed 
S. Jan. 10, 1931. 

S. 497. For erection and operation of 
ublic bathhouses at Hot Springs, N. Mex. 

assed S. May 8, 1930. 

S. 4531. Authorizing survey in connection 
with control of cancer, Passed S. May 23, 
1930. 

S. J. Res. 188. 
malaria conditions. 

H. R. 4124. 


Passed S. 


Parcel-post rates. Reptd. 


For award of airmail fliers 
Passed H. Je. 24. Reptd. 


To provide post- 
Reptd. to 


Sur. Gen, to investigate 
Reptd. to S. Dee. 18. 
To honor memory of heroes 
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of fight against yellow fever. 
H. Mar. 5, 1930. 


Public Lands 


S. 107. Establishing addtl. land offices 
in Mont., Oreg., S. Dak., Idaho, N. Mex., 
Colo. and Nev. Passed S. May 22, 1930. 

S. 1603. For exchange of lands of U. S. 
in Philippine Islands for lands of Philip- 
pine govt. Passed S. Je. 25, 1930. 

8. 3404. Authorizing Secy. of Commerce 
to dispose of portion of Amelia Island Light- 
house Reservation, Fla. Passed S. Apr. 17, 
1930. 

S. 3538. To authorize Secy. of Commerce 
to convey to City of Port Angeles, Wash., 
a portion of Ediz Hook Lighthouse Reserva- 
tion, Wash. Passed S. Apr. 7, 1930. 

S. 3557. For acquisition and sale of cer- 
tain timberlands to Oreg. for recreational 
and sceni¢ purposes. Passed S. Je. 11, 1930. 
Reptd. to H. Je. 18, 1930. Recomtd. Jan. 5. 

S. 3557. For acquisition and sale of cer- 
tain timberlands to Oreg. for recreational 
and scenic purposes. Passed S. Je. 11, 19306. 
Reptd. to H. Je, 18, 1930. 

S. 4167. To make regulations of Secy. of 
Agric. relating to fire trespass on Natl. for- 
ests applicable to lands the title to which 
revested in the U. S. by Act approved Je. 9, 
or (39 Stat. 218). Reptd. to S. Jan. 21, 

S. 4308. To authorize Secy. of [Interior 
to issue patents for lands held under color 
of title, N. “lex. Passed S. Je. 11, 1930. 

S. 4537. To relinquish all right, title and 
interest of U. S. in certain lands in La. 
Reptd. to S. Jan. 10. 

R. 1009. Granting to Wis. certain 
unappropriated public land in meandered 
areas. Passed H. Apr. 7, 1930. 

H. R. 3820. To authorize stock-raising 
homestead entries in petroleum reserves ex- 
cept within geologic structures of producing 
oil or gas fields. Passed H. Apr. 7, 1930. 

H. R. 6586. Confirming title of certain 
purchasers from La. formerly included in 
Live Oak Naval Reserve on Ney Comrs. 
Island, in St. Mary’s Parish, La., now aban- 
doned. Passed H. Apr. 7, 1930. 

H. R. 7254. To amend “Act making an 
apprn. for survey of public lands lying within 
limits of land grants, etc.,” of Je. 25, 1910, 
to permit refunds for payments for surveys. 
Passed H, Jan, 14, 1931. 

H. R. 9630. To make regulations of 
Secy. of Agric. relating to fire trespass 
on natl. forests applicable to lands, title 
to which revested in U. S. by act of Je. 9, 
1916 (39 Stats., p. 218). and lands known 
as Coos Bay wagon-road lands. Reptd. to 
H. Apr. 2, 1930. 

For sale of timberland in 
four towns in Minn. Passed H. Apr. 11, 
1930. 

H. R. 11400. To amend Agric. Dept. 

Apprn. Act for 1912 to grant rights of way 
over public lands for transmission lines. 
Reptd. to H. May 28, 1930. 
_H. R. 11969. To withdraw certain pub- 
lic lands from entry to protect watershed 
supplying water to Los Angeles. Reptd. 
to H. Jan. 20, 1931. 

H. R. 12094. For conveyance of U. S. 
lands to Ala. to educational purposes. 
Passed H. Jan. 5, 1930. 

H. R. 12697. To authorize exchange of 
lands between U. S. and Utah. Passed 
H. van. 14, 1931. 

H. R. 13587. To amend Act of Apr. 25, 
1922, authorizing extensions of time for pay- 
ment on homestead entries and Govt.-land 
purchases in former Cheyenne River and 
Standing Rock Indian Reservation, N. Dak. 
and S. Dak. Passed H. Jan. 21, 1931. 

H. R. 14248. For disposition of asphalt, 
gilsonite, laterite on public domain. 
Passed H. Jan. 21, 1931. 

H. R. 15258. Development of certain valu- 
able mineral resources in certain lands of 
U. S. Reptd. to H. Jan. 20, 1931. Passed H. 
Jan. 21, 1931. 


Public Printing: Documents 

S. 1312. To amend acts regulating print- 
ing and distribution of Congressional Rec- 
ord. Passed S. Je. 4, 1929. Reptd. to H. 
oa 18, 1929. Recomtd. te Printing Mar. 17, 

H. R. 8653. To authorize Members of Con- 
gress to egchange with Public Printer Govt. 
publications for public distribution. Reptd. 
to H. May 7, 1930. 


Radio 

H. R. 10652. To authorize Secy. of Com- 
merce to purchase land and to construct 
buildings for radio research. Passed H. 
Apr. 21, 1930. 

H. R. 11635. Amdng. Radio Act of 1927 
as to procedure and administration. Passed 
H. Apr. 30, 1930. 


Railroads 

S. 571. . Relative to short-line roads, sec. 
204, Transportation Act of 1920. Passed S. 
Apr. 1, 1930. 

S. 962. (H. R. 8639.) To amend and 
reenact subdiv. (a) of sec. 209 of Trans- 
portation Act, 1920, to clarify “guaranty 
clause.” Passed S. Apr. 2, 1930. Reptd. back 
to H. with recommendation that enacting 
clause be stricken out. 3 

S. 4205. To amend par. (c) of sec. 5 of 
Interstate Commerce Act, as amended, to re- 
quire I. C. C. to protect employes from 
loss of seniority or employment through 
consolidation of railroads. Passed S. May 
22, 1930. 

S. 4254. For settlement of claims held by 
U. S. arising under provisions of sec. 210 of 
Transportation Act. 1920, as amended. 
Reptd. to S. Je. 9, 1930. 

S. J. Res. 161. To suspend authority of 
I. C. C. to approve railroad consolidations. 
Passed §. May 21, 1930. Reptd. to H. 


Je. 24. 

(S. 962.) To amend and re- 
enact subdiv. (a) of sec. 209 of Transpor- 
tation Act, 1920, to clarify “guaranty 
clause.” Reptd. to H. Mar. 10, 1930. 


Reclamation: Irrigation 

S. J. Res. 222. Authority of Secy. of In- 
terior to enter into contract with Rio Grande 
project. Reptd. to S. Jan. 21, 1931. 

S. 261. Yuma auxiliary project, Ariz. 
Passed S. Apr. 17, 1930. Reptd. to H. May 
14, 1930. 

S. J. Res. 56. To amend sec. 2 of act 
of Feb. 25, 1927, relating to Rio Grande 
reclamation projects. Passed 8S. Apr. 1, 
1930, 

H. R. 11200. For acquisition, sale and 
closer settlement of delinquent lands on ir- 
rigation projects by Govt. to protect its 
investment. Passed H. Je. 2, 1930. 

H. R. 14056. To amend act to author- 
ize disposition of unplatted portions of Govt. 
town sites on irrigation projects. Passed H. 
Jan. 5, 1931. 


Rivers and Harbors 
S. 4815. @For survey of Crooked and In- 


Reptd. to 





‘dian Rivers, Mich. 
1931. 

S. J. Res. 221. Amending sec. 1 of act 
authorizing public works on rivers and bar- 
bors relating to Monongahela River, Pa. 
Reptd. to S. Dec. 19, 1930. 

H. R. 14264. To revive act relative to 
dam across -Mahoning River, in Ohio, of 
Sept. 22, 1922. Passed H. Jan. 19, 1931. 

H. J. Res. 441. To amend act authoriz- 
ing public works on rivers. and harbors, of 
Jly. 3, 1930, to build locks and dams on 
Monongahela. Passed H. Jan. 5, 1931. Reptd. 
in S. Jan. 6, 1931. 


Rural Communities 
S. 412. (H. R. 10475.) For creation of 
organized rural communities. Passed S. 
Arp. 7, 1930. ‘ 
H. R. 10475. (S. 412.) For creation of 
organized rural communities. Passed S. Apr. 
7, 1930. 


St. Elizabeths Hospital 
H. R. 71. To amend Sundry Civil Act 
of Je. 30, 1906 (34th Stat., p. 730), relat- 
ing to disposition of moneys of deceased in- 
mates of St. Elizabeths Hospital. Reptd 
to H. Je. 16, 1930. 


Shipping 

S. 896. .To pay Pioneer Steamship Co. 
$3,100.50, money paid as duty fer repairs 
in foreign ports. Passed S. Dee. 3. 

S. 2458. For inspection of vessels pro- 
pelled by internal-combustion engines. 
Passed S. Apr. 7, 1930. 

H. R. 7998. To>-accord to vessels under 
construction for foreign trade lowest rate 
of interest under Shipping Bd.’s loan con- 
struction fund. Passed H. Feb. 28, 1930. 
Passed S. Jan. 13. 

H. R. 9592. To amend sec. 407 of Mer- 
chant Marine Act. 1928, to permit awarding 
of mail cntracts ‘without competition in cer- 
tain cases. Passed H. Mar. 1. Reptd. to S., 
amended, Apr. 3, 1930. Recomtd. Apr. 7, 
1930. Reptd. to S., amended, Apr. 14, 1930. 

H. R. 10583. For measurement of vessel 
using Panama Canal. Passed H. Mar. 26, 
1930. 


Reptd. to S. Jan. 8, 


States 

S. 2863. (H. R. 201.) Water-division 
compacts, Colo., Nebr. and Wyo. Passed S. 
Apr. 17, 1930. 

S. 2865. Granting consent of Congress to 
compacts and agreements between Wyo. and 
Idaho, with respect to boundary line. Passed 
S. Apr. 14, 1930, Passed H. Jan. 14, 1931. 

S. 2890. Columbia River, water division 
P.ussed S. Apr. 1, 1930. Reptd. to H. May 
14, 1930. 

S. J. Res. 201. Consenting that certain 
States may sue U. S., to recover taxes col- 
lected during Civil War. Reptd. to S. Jly. 
3, 1930. 

H. R. 200. Granting consent of Congress 
to compacts between *Colo., N. Mex., Utah 
and Wyo. as to div. of waters of Colo., 
Green, Bear or Yampa, White, San Juan, 
and Dolores rivers in which such States are 
jointly interested. Passed H. May 19, 1930. 

H. R. 201. (S. 2863.) For consent of 
Congress to compacts between Colo., Nebr. 
and Wyo. with respect to division of waters 
of North Platte River and other streams. 
Reptd. to H. Mar. 7, 1930. 

H. R. 202. For consent of Congress to 
compacts between Colo. and Wyo. with re- 





spect to division of waters of North Platte 
River and other streams. Reptd. to H. 
Feb. 10, 1930. 


Taxation 

S. 899. Authorizing Treasurer of U. S. 
to refund to the Farmers arain Co., of 
Omaha, Nebr., income taxes illegally paid 
to U. S. Treasurer. Passed S. Dec. 3. 

S. 2801. Directing Secy. of Agric. to in- 
vestigate all phases of taxation in relation to 
agric. Passed S. Je. 17, 1930. 


Tariff 


S. Res. “389. Tariff Comm. investiga- 
tion into costs of production of eggs, dried ' 
egg yolk, and dried egg albumen. Agreed 
to Jan. 21, 1931. 

S. Res. 390. Tariff Comm. investigation 
into costs of production of casein. Agreed 
to Jan. 21, 1931. 

S. Res. 411.: Tariff Comm. inquiry into 
cost of dried beans. Agreed to Jan. 21, 


1931. 
Trade Marks 


H. R. 2828. Amdng. law relating to trade 
marks and to authorize their registration. 
Reptd. Feb. 11, 1930. Passed H. Apr. 21, 1930. 


Veterans 

S. 958. Granting increased pehsions to 
regular soldiers and sailors and authorizing 
acceptance of War Dept. and of Navy Dept. 
records for disability. Passed S. Apr. 1, 
1930. Reptd. to H. May 22, 1930. 

S. 1293. To increase pensions to certain 
maimed veterans. Passed 8S. Apr. 1, 1930. 

S. 2567. Granting travel pay and other 


-allowances to certain soldiers of Spanish- 


American War and Philippine Insurrection, 
discharged in Philippines. Passed S. May 7, 
1930. 

S. Res. 412. Wept. from Administrator 
of Vet:’ Affairs codification of Fedl. laws 
relating to vets. of various wars. Agreed 
to Jan. 21, 1931. 

H. R. 6997. Granting pensions to crews 
of vessels owned or chartered by U. S., and 
engaged in transportation of troops, sup- 
plies, etc., during War with Spain, Philip- 
pine Insurrection, or China Relief Expedi- 
tion. Passed H., amended, May 5, 1930. 

H. R. 7639. Amdng. law relating to six 
months’ gratuity to dependent relatives of 
officers, enlisted men, or nurses. Passed H. 
Je 25, 1930. Reptd. to S. Jan. 7, 1930. 

H. R. 8570. To amend World War Vet- 
erans’ Act, 1924. Reptd. to H. Jan. 15, 1930. 

H. R. 14266. To lend certain Army camp- 
ing equipment for encampment of United 
Confederate Veterans, Montgomery, Ala., 
Je., 1931. Passed H. Dec. 15. Reptd. to 
S. Jan. 16, 1931. 

H. R. 14573. For attendance of Army 
Band at Confederate veterans, reunion at 
Montgomery, Ala. Passed H. Jan. 19, 1931. 

H. R. 14680. Attendance of Marine Band 
at Spanish-American War vets.’ conv. at 
New Orleans. Reptd. to H. Jan. 20, 1931. 

H. J. Res. 222. For com. to investigate 
pay, allowances, etc., of all persons who 
served in military and naval forces of U. 
S. in any war. Passed H., amended, Apr. 
24, 1930. 

H. J. Res. 250. To print as H. documents 
proceedings of Natl. Encampment of G. A. 
R., United Spanish War Vets., Vets. of For- 
eign Wars of U. S., American Legion, and 
Disabled American Vets. of World War. 
Passed H. Dec. 15, 1930. 
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CONSOLIDATION OF RAILROADS 


In the Matter of Consolidation of the Railway Properties 
- of the United States Into a Limited Number of Systems 





Pursuant to section 5 of the Interstate Commerce Act, plan adopted for Consolidation of the Rail- 
way Prorerties of Continental United States into a Limited Number of Systems as Stated in the Repert. 


By the Commission: 


agreed upon and issued a Se a of 
the consolidation of the railway pr erties 
of the continental United States, and having given 
the same due publicity and notice, including notice 
thereof to the governor of each State, also notice 
of hearings to be held by the commission relative 
to said tentative plan, and having in pursuance of 
said notices, at various times and places, pro- 
ceeded to hear all persons who filed or presented 
objections thereto, together with any and all pers 
sons making known their desire to be heard, and 
said hearings having been fully concluded and the 
record closed, the commission does now proceed to 
prepare and adopt a plan as hereinafter set out 
for such consolidation of the railway properties of 
the continental United States into a limited num- 
ber of systems, all as required by section 5 (4) 
and (5) of the interstate commerce act. is 
ur plan does not at present contain a complete 
eioeutton of terminal properties to- individual 
trunk lines. Generally speaking, the terminal rail- 
‘road properties, wherever located, automatically 
fall into the aggregation of terminal properties of 
which they are a part. We think that consolida- 
tions should be accompanied by the unification of 
all terminal lines in the respective terminals. All 
terminal properties should be thrown open to all 
users on fair and equal terms so that every indus- 
try on whatever rails located shall have access to 
all lines radiating from that terminal, and every 
line carrier reaching that terminal shall similarly 
have access to all terminal tracks within the termi- 
nal area. As our reports show, for years access to 
terminals has raised questions associated with 
such terms as reciprocal switching, absorption of 
switching charges, switching of competitive traffic, 
favored zones, and switching of noncompetitive 
traffic, and with unjust discriminations and undue 
preferences. The unification of terminal proper- 
ties everywhere should put an end to disputes of 
this character to the advantage alike of all rail- 
roads and all users of railroads. In the interest of 
efficient and economical operation and the free 
movement of traffic, restrictions in service and 
discrimination in charges which have arisen from 
differences in local terminal situations should cease 
to be a feature of railroad operation. 

The cases which have been brought to our atten- 
tion from time to time during the past years, re- 
ferred to above, show wide variations in the condi- 
tions attendant upon terminal operations in differ- 
ent cities. A complete survey embracing all termi- 
nals would no doubt show still greater variety than 
that indicated by these cases. In the face of such a 
great variety in circumstances and conditions, it is 
impracticable to prescribe in advance a universal 
rule for terminal railroad unification and opera- 
tion. Each terminal and the properties serving it 
must be studied in the light of its particular facts 
and a practical solution worked out with due 
regard to the property and other rights of all 
owners and users. This is the duty in the first in- 
stance of the carriers serving each terminal. We 
expect to deal with these situations to the extent 
that they are connected with respective applicants 
when we shall have occasion to consider particular 
applications to consolidate, and, therefore, refrain 
from allocating in the present plan the various 
terminal properties not specifically mentioned 
herein. For present purposes they may be treated 
as-independent systems, subject to later grouping 
as shown to be in the public interest. 

Under the act any plan of consolidation which 
may be_ adopted shall preserve competition as fully 
as possible. In order that the systems herein pro- 
posed, or any others that may be formed, may 
properly perform the functions intended by Con- 
gress and that competition may be preserved as 
required, they must be independent in fact as well 
asin name, The continuation or acquisition of in- 
tersystem interests directly or indirectly through 
holding companies, stock ownership, or otherwise, 
will be inconsistent with the independence neces- 
sary to true competition. Carriers will, therefore, 
be expected to observe this requirement in sub- 
mitting proposals for consolidations and to cooper- 
ate in establishing the desired status. 

In order to fully effectuate the purposes of the 
plan, certain trackage rights will be necessary be- 
tween the systems, and we have indicated under 
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each system the principal instances of this kind. 

Wherever in this report a railway property is 
named, unless an exception is specifically named, 
it is intended to and shall be understood as includ- 
ing all subsidiary owned, controlled, leased, or 
operated lines. 


We are making no suggestions regarding muni- 
cipal or other publicly owned railroads. Any of 
such roads that desire to have us give them con- 
sideration may make representations in their 
own behalf in connection with anpnlications af- 
fecting terminals or other consolidations when 
the same may be presented to us. For present 
purposes we are listing them as independent 
systems. 

We have not specifically mentioned water car- 
riers. Where these carriers are now controlled by 
carriers by rail they will be considered as being 
included in the systems in which the controlling 
rail carrier has been included. 

In 2 matter of this ma*nitnde in scope and com- 
plexity in detail, even after the most careful study 
and the fullest and freest interchange of views by 


those charged with the duty of preparing this - 


vlan, there must remain many differences of onin- 
jon as to the several comnonent narts. both large 
and small, comprised in the final result. Such is 
here the case. While a clear maioritv of us, al- 
thouch not always the same maioritv, have acreed 
as to each nart of the vlan nronosed. not all of us 
have aerood as to all its.narts. but all concur in the 
result. Some of us deem it helnful now to exnress 
individual views as to narts of the plan. Others 
feel that their individual exrrassions may usefully 
be deferred until the time for action looking to- 
ward the ultimate effeetuation of the actual eon- 
salidatinns as provided by the act. Section 5 (5) 
nravidog that after we have adonted a plan. as we 
here do. we may, either unon our own motion or 
nvon anviieation. reopen the matter for such 
chaneos ar modifications as in our ivdement will 
nromote the nublic interest. Such annlications will 
afford onvortunity for further .corsideration unon 
adeanate and recent records of the various parts 
of the nlan, 

We find and adont the following nlan for the 
eonsatitetinn of raitwav nronorties af the conti- 
nertal United States into a limited number of 
svstems: 





Svstem No. 1—Boston and Maine 





Roston and Maine Railroad. 

Delaware and Hudson Camnanv. 

Ranegor and Aroostook Railroad Company. 

Maine Central Railroad Comnany, 

The St. Johnsbury and Lake Champlain Railroad 
Comnany. 

Rutland Railroad Comnanv—O. & L. C. Division, 
Rouses Point to Ogedensbure. 

Montpelier & Wells River Railroad. 

Wilkes Rarre Cornecting Railroad Company (un- 
divided one-half interest). 

Monson Railroad Company. 

Kennehw Central Railroad Company. 

Knox Railroad Company. 

Wiscasset. Waterville & Farmington Railroad 
Comnany. 

Lime Rock Railroad Company. 

Hoosac Tunnel and Wilmington Railroad Company. 

Suncook Valley Railroad. 

Berlin Mills Railroad Company. 

Middleburgh and Schoharie Rail Road. 

Hardwick and Woodbury Railroad Company. 

Barre and Chelsea Railroad Company. 

Bridgton and Saco Railroad Company. 

Sandy River and Rangeley Lake Railroad. 

Boston, Revere Beach and Lynn Railroad Com- 
pany. 

Troy Union Railroad Company (undivided two- 
thirds interest). 

Mt. Washington Railway Company. 

The Clarendon and Pittsford Railroad Company 
(undivided one-half interest). 

Woodstock Railway Company (undivided one-half 
interest). 

Lake Champlain and Moriah Rail Road Company. 





| System No. 2—New Haven | 


The New York, New Haven and Hartford Rail- 
road Company. 


New York, Ontario and Western Railway Com- 
pany. 4 ‘ 
The New York Connecting Rail Rroad 

(undivided one-half interest). 


The Lehigh and Hudson River. Railway Company. 
Lehigh and New England Railroad Company. 
South Manchester Railroad Company. 

Fore River Railroad Corporation. 

Moshassuck Valley Railroad Company. 

The Narragansett Pier Railroad Company. 

Wood River Branch Railroad Company. 


Grafton and Upton Railroad Company (undivided 
one-half interest) . 


System No. 3—New York Central 


The New York Central Railroad Company. 
including: ° 
Boston and Albany Railroad. 
The Michigan Central Railroad Company. 
The Cleveland, Cincinnati, Chicago and St. 
Louis Railroad Company. 
The Cincinnati Northern Railroad Company. 
The Pittsburgh and Lake Erie Railroad Com- 
pany. 
Evansville, Indianapolis and Terre Haute 
Railway Company. 
and: 
The Virginian Railway Company. 
The Ulster and Delaware Railroad Company. - 
Rutland Railroad Company, except O. & L. C. 
Division. 
Boyne City, Gaylord and Alpena Railroad Com- 
pany. . 
Bristol Railroad Company. 
The Clarendon and Pittsford Railroad Company 
(undivided one-half interest). 
Grafton and Upton Railroad Company. 
Chicago, Attica and Southern Railroad Company. 
The Federal Valley Railroad Company. 
Fonda, Johnstown and Gloversville Railroad 
Company. 
Glenfield and Western Railroad Company. 
Grasse River Railroad Corporation. 
Lake Erie, Franklin and Clarion Railroad Com- 
pany. 
The Lakeside and Marblehead Railroad Company. 
The Lowville and Beaver River Railroad Company. 
The Marcellus and Otisco. Company, Inc. 
Norwood and St. Lawrence Railroad Company. 
Skaneateles Railroad Company. 
Dexter and Northern Railroad Company. 
Campbell’s Creek Railroad Company. 
Kelley’s Creek and Northwestern Railroad Com- 
pany. 
Kelley’s Creek Railroad Company. 
The Lorain and Southern Railroad Company. 
Fulton Chain Railway Company. 
Cambria and Indiana Railroad Company (undi- 
vided one-third interest). 
Central Indiana Railway Company (undivided one- 
half interest). 
Cherry-Tree and Dixonville Railroad Company 
(undivided one-half interest). 
The Fairport, Painesville and Eastern Railroad 
Company (undivided one-third interest). 
Genessee and Wyoming Railroad Company (un- 
divided one-fifth interest). 
Lake Erie and Pittsburgh Railway Company. (un- 
divided one-half interest). 
The-Lake Terminal Railroad Company (undivided . 
one-fourth interest). 
Muncie and Western Railroad Company (undi- 
vided one-third interest). 
McKeesport Connecting Railroad Company (un- 
divided one-third interest). 
Beaver Valley Railroad Company (undivided. one- 
half interest). 
Indiana Northern Railway Company (undivided 
one-fourth interest). 
The Lake Erie and Fort Wayne Railroad Company 
(undivided one-third interest). 
South Buffalo Railway Company (undivided one- 
sixth interest). 


Company 














Troy Union Railroad Company (undivided one- 
third interest). 

The Owasco River Railway. 

The Monongahela Railway Company (undivided 
one-third interest). 

Pittsburgh, Chartiers & Youghiogheny Railway 
Company (undivided one-half interest). 

Half interest in line of Virginian between Gilbert 
and Mullens, W. Va. 


| System No. 4-—Pennsylvania | 


The Pennsylvania Railroad Company. 

The Leng Island Railroad Company. 

West Jersey and Seashore Railroad Company. 

Baltimore, Chesapeake and Atlantic Railway Com- 
pany. 

Wilkes Barre Connecting Railroad Company (un- 
divided one-half interest). 

The New York Connecting Rail Road Company 
(undivided one-half interest). 

The New York and Long Branch Railroad Com- 
pany (undivided one-half interest). 

Arcade and Attica Railroad Corporation. 

Bellefonte Central Railroad Company. 

Coudersport and Port Alleghany Railroad Com- 
pany. 

The East Broadtop Railroad and Coal Company. 

Hickory Valley Railroad Company. 

The Huntington and Broad Top Mountain Rail- 
road and Coal Company. 

Kane and Elk Railroad Company. 

Kishkacouquillas Valley Railroad Company. 

Ligonier Valley Railroad Company. 

Marion Railway Corporation. 

Maryland and Delaware Coast Railway Company. 

The Pittsburgh, Lisbon and Western Railroad 
Company. 

The Pittsburgh and Susquehanna Railroad Com- 


pany. 

Sheffield and Tionesta Railway Company. 

Youngstown and Ohio River Railroad Company. 

The Stewardstown Railroad Company. 

Strasburg Railroad Company. 

Susquehanna River and Western Railroad Com- 
pany. 

Tuscarora Valley Railroad Company. 

The Washington, Brandywine and Point Lookout 
Railroad Company. 

The Winfield Railroad Company. 

Dents Run Railroad Company. 

Donora Southern Railroad Company. 

Alliquippa and Southern Railroad Company. 

Chesapeake Beach Railway Company. 

Pennsylvania and Atlantic Railroad Company. 

Scootac Railway Company. 

The Monongahela Railway Company (undivided 
one-third interest). 

Cambria and Indiana Railroad Company (undi- 
vided one-third interest). 

Central Indiana Railroad Company (undivided 
one-half interest). 

Cherry Tree and Dixonville Railroad Company 
(undivided one-half interest). : 

Cumberland and Pennsylvania Railroad Company 
(undivided one-third interest). 

Wilkes Barre Connecting Railroad Company (un- 
divided one-half interest). 

Genessee and Wyoming Railroad Company (un- 
divided one-fifth interest). 

Lake Erie and Pittsburgh Railway Company (un- 
divided one-half interest). : : 

Muncie and Western Railroad Company (undi- 
vided one-third interest). 

Etna and Montrose Railroad Company (undivided 
one-half interest). 

Johnstown and Stony Creek Rail Road (undivided 
one-half interest). 

McKeesport Connecting Railroad Company (un- 
divided one-third interest). 

New Haven and Dunbar Railroad Company (un- 
divided one-half interest). 

Beaver Valley Railroad Company (undivided one- 
half interest). 

Conemaugh and Black Lick Railroad Company 
(undivided one-half interest). 

Steelton and Highspire Railroad Company (undi- 
vided one-half interest). 

Indiana Northern Railway Company (undivided 
one-fourth interest). 

Lake Erie and Fort Wayne Railroad Company (un- 
divided one-third interest). 

Patapsco and Back Rivers Railroad Company (un- 
divided one-third interest). 

Benwood and Wheeling Connecting Railway Com- 
pany (undivided one-third interest). 

South Buffalo Railway Company (undivided one- 
sixth interest). 

Baltimore and Eastern Railroad Company. 

The Ohio River and Western Railway Company. 

Western Allegheny Railroad Company. 

Pittsburgh, Chartiers & Youghiogheny Railway 
Company (undivided one-half interest). 


| System No. 5—Baltimore & Ohio | 


The Baltimore & Ohio Railroad Company. 

Reading Company. ; 

The Central Railroad Company of New Jersey. 

Buffalo and Susquehanna Railroad Corporation. 

Atlantic City Railroad Company. 

The Staten Island Rapid Transit Railway Com- 
pany. 

Perkiomen Railroad Company. 

Port Reading Railroad Company. 

The Chicago and Alton Railroad Company. 

3uffalo, Rochester and Pittsburgh Railway Com- 
pany. 

Detroit, Toledo and Ironton Railroad Company 
(undivided one-half interest), : 
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The Detroit and Toledo Shore Line Railroad Com- 
pany (undivided one-half interest). 

Chicago, Indianapolis and Louisville Railway Com- 
pany (undivided one-half interest). 

Trackage rights over Western Maryland between 

Shippensburg, Pa., and Cherry Run, W. Va. 
The Sharpsville Railroad Company. 

Castleman River Railroad Company. 

Chestnut Ridge Railway Company. 

Cornwall Railroad Company. ; 

The Kansas and Sidell Railroad Company. 
Maryland and Pennsylvania Railroad Company. 
Mount Hope Mineral Railroad Company. 

Mount Jewett, Kinzue and Riterville Railroad 

Company. 

The New York and Long Branch Railroad Com- 
pany ( undivided one-half interest). 

Quakertown and Bethlehem Railroad Company. 

Rahway Valley Company. ; 

Raritan River Rail Road Company. 

Stone Harbor Railroad Company. 

The Tuckerton Railroad Company. 

Philadelphia and Beach Haven Railroad Company. 

The Ursina and North Fork Railway Company. 

Upper Merion and Plymouth Railroad Company.. 

The Valley Railroad Company. F 

Washington Run Railroad Company. 

West Virginia Northern Railroad Company. 

Wharton and Northern Railroad C ompany. 

Wildwood and Delaware Bay Short Line Railroad 
Company. 

The Yale Short Line Railroad Company. 

Preston Railroad Company. ; 

The Buffalo Creek and Gauley Railroad Company. 

Rowlesburg and Southern Raijroad Company. 

Strouds Creek. and Muddlety Railroad Company. 

West Virginia Midland Railway Company. 

Winchester and Western Railroad Company. 

The Brownstone and Middletown Railroad Com- 
pany. 

Tionesta Valley Railway Company. 

The Monongahela Railway Company (undivided 
one-third interest). 

Cambria and Indiana Railroad Company (undi- 
vided one-third interest) . : 

Cumberland and Pennsylvania Railroad Company 

(undivided one-third interest). ) 
The Fairport, Painesville and Eastern Railroad 
: Company (undivided one-third interest). 
Genessee and Wyoming Railroad Company (un- 
Rg me age er interest). 

e Ironton Railroad Com y (undivi - 
: ha eee mpany (undivided one 
Northampton and Bath Railroad Company ( i- 

vided one-half interest). ee eee 
The Lake Terminal Railroad Company (undivided 
Bi angiese Scena 

na an ontrose ilro v ( ivi 

cuvteat eens. ad Compan} iealine 
Johnstown and Stony Creek Rail Road (undivided 
Boon interest). 

McKeesport Conecting Railroad Company i- 
‘ vines one-third interest). er. Sn 
New Haven and Dunbar Railroad i- 
én vided ae interest) . wt Sones: Ge 
onemaugh and Black Lick Railr 
ee ae aes iieeemets. won eres 
Steelton an ighspire Railroad Com ; i- 
oe a interest). - ¢ ney ee 
atapseco an ck Rivers Rai ompany (un- 
divided one-third a eae tae 
Benwood and Wheeling Connecting Railway Com- 
pany (undivided one-third interest). ‘ 
Philadelphia, Bethlehem and New England Rail- 
< road Company (undivided one-half interest). 
South Buffalo Railway Company (undivided one- 
sixth interest). 


. 





System No. 6—Chesapeake 
& Ohio-Nickel Plate 





The Chesapeake and Ohio Railway Company (ex- 
cluding Chesapeake and Ohio Railway Company 
of Indiana). 

The Hocking Valley Railroad Company. 

Pere Marquette Railway Company. 7 

Erie Railroad Company .(including Chicago and 
Erie Railroad Company, New York, Susque- 
hanna and Western Railroad Company, and New 
Jersey and New York Railroad Company 3 

The Delaware, Lackawanna and Western Rail- 

road Company. : 

The New York, Chicago, and St. Louis Railroad 

2 Company. ae 

sessemer an ake Erie Railroad Company. 

The Pittsburg and Shawmut Railroad cosenedine’. 

Chicago and Illinois Midland Railway Company. 

Jacksonville and Havana Railroad Company. 

Chicago, Springfield and St. Louis Railway Com- 
pany. 

Alton and Eastern Railroad Company. 

Che Detroit and Toledo Shore Line Railroad Com- 
pany (undivided one-half interest). 

Also the following trackage rights: 

Over the Baltimore and Ohio from Dayton, 
Ohio, to Hamilton and Cincinnati, Ohio, 
a jnaionapene, Ind. 
ver the Southern fro ra £ - 
Souuke Semiaree m Orange, Va., to Po 
Over the Cleveland, Cincinnati, Chicago, and 
St. Louis, and Baltimore and Ohio, from 
Rushville, Ind., to Louisville, Ky. 
Over the Louisville and Nashville from Lex- 
_ Ington, Ky., te Louisville. 

Arcadia and Betsey River Railway Company. 

rhe Dansville and Mount Morris Railroad Com- 
pany. 

Delaware Valley Railway Company. 

Detroit and Mackinac Railway Company. 

Detroit, Caro and Sandusky Railway Company. 

Kast Jordan and Southern Railroad’ Company. 

Manistee and North-Eastern Railroad Company. 

Middletown and Unionville Railroad Company. — 

Morristown and Erie Railroad Company. 

New York and Pennsylvania Railroad Company. 


of Railroads 





Port Huron and Detroit Railroad Company. 

Prattsburg Railway Corporation. 

Sterling Mountain Railway Company. 

Unadilla Valley Railway Company. 

Unity Railways Company. 

West Pittston-Exeter Railroad Company. 

The Kanawha Central Railway Company. 

Winifrede Railroad Company. 

Kanawha, Glen Jean and Eastern Railroad Com- 
pany. 

Ludington and Northern Railway. 

The Euclid Railroad Company. 

East Kentucky Southern Railway Company. 

Brooksville and Ohio River Railroad Company. 

Big Sandy and Kentucky River Railway Company. 

Morehead and North Fork Railroad Company. 

Nelson and Alberfiarle Railroad Company. 

Virginia Central Railway. 


Half interest in line of Virginian between Gilbert - 


and Mullens, W. Va. ne 
The Buffalo Creek Railroad Company (undivided 
one-half interest). ; 
The Fairport, Painesville and Eastern Railroad 
Company (undivided one-third interest). : 
Genessee and Wyoming Railroad Company (undi- 
vided one-fifth interest). ; 
Northampton and Bath Railroad Company (undi- 
vided one-half interest). Se 
The Lake Terminal Railroad Company (undivided 
one-fourth interest). : 
Muncie and Western Railroad Company (undi- 
vided one-third interest). 

Lake Erie and Fort Wayne Railroad Company 
(undivided one-third interest). 

South Buffalo Railway Company (undivided one- 
sixth interest). 


System No. 7—Wabash-Seaboard 


Wabash Railroad Company. 

Lehigh Valley Railroad Company. 

The Wheeling and Lake Erie Railway Company. 
The Pittsburgh and West Virginia Railway Com- 


pany. 
Western Maryland Railway Company. 
The Akron, Canton and Youngstown 
Company. 
Toledo, Peoria and Western Railroad. 
Ann Arbor Railroad Company. 
Chesapeake and Ohio Railway Company of In- 
diana. 
New Jersey, Indiana and Illinois Railroad Com- 


Railway 


pany. 
Manistique and Lake Superior Railroad Company. 
Norfolk and Western Railway Company. 
Seaboard Air Line Railway Company. 
Detroit, Toledo and Ironton Railread Company 
(undivided one-half interest). 
Also the following trackage rights: 
Over the Pennsylvania from Logansport to 
Effner, Ind. 
= the Grand Trunk, Ashley to Muskegon, 
ich. 
Over the Reading between Shippenburg and 
Harrisburg, Pa. 
Over the Pennsylvania from Harrisburg to 
Rockville, Pa. 
Over the Reading from Rockville to 
Blackwood, Pa. 
Over the Reading from South Bethlehem to 
Philadelphia, Pa. 
Over the Pennsylvania from Delphos, Ohio, 
to Fort Wayne, Ind. 
The Chaffce Railroad Company. 
East Berlin Railroad Company. 
Emmitsburg Railroad Company. 
Susquehanna and New York Railroad. Com- 


pany. 
Williamsport and North Branch Railway 
Company. 
Chesapeake Western Railway. 
Valley River Railroad. 
Big Sandy and Cumberland Railroad Com- 
pany. 
Franklin and Pittsylvania Railway Com- 
pany. 
Marion and Rye Valley Railway Company. 
Virginia Southern Railroad Company. 
Cumberland and Pennsylvania Railroad Com- 
pany (undivided one-third interest). 
The Buffalo Creek Railroad Company (undivided 
one-half interest). 
Genessee and Wyoming Railroad Company 
(undivided one-fifth interest). 
The Ironton Railroad Company (undivided 
one-half interest). 
The Lake Terminal Railroad Company (un- 
divided one-fourth interest). 
Patapsco and Back Rivers Railroad Company 
(undivided one-third interest). 
Benwood and Wheeling Connecting Railway 
Company (undivided one-third interest). 
Philadelphia, Bethlehem and New England 
Railroad Company (undivided one-half in- 
terest). 
South Buffalo Railway Company (undivided 
one-sixth interest). 
Aberdeen and Rockfish Railroad Company. 
3ennettsville and Cheraw Railroad Company. 
Birmingham and Southeastern Railroad Company. 
Buffalo, Union-Carolina Railroad. 
Cape Fear Railways Inc. 
Cliffside Railroad Company. 
Carolina and Northeastern Railroad Company. 
Durham and Southern Railway Company. 
Edgemoor and Manetta Railway. 
Piedmont and Northern Railway Company. 
The Georgia Southwestern and Gulf Railroad 
Company. 
Greenville and Northern Railway Company. 


High Point, Thomasville and Denton Railroad ' 


Company. 
Lawndale Railway and Industrial Company. 
Macon, Dublin and Savannah Railroad Company. 
Maxton, Alma and Southbound Railroad Company. 





















. 
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Moore Central Railway Company. 

St. Marys Railroad Company. 

Atlantic and Yadkin Railway Company. 

The Townsville Railroad Company. 

Virginia Southern. Railroad Company. 

Warrenton Rail Road Company. . 

McRay Terminal Railway. 

Tampa Northern Railroad Company. 

Interstate Railroad Company (undivided one-half 
interest). 

Chatham Terminal Company (undivided one-half 
interest). 

Winston-Salem Southbound Railway Company 

(undivided one-half interest). 


St. Louis and Hannibal Railroad Company. 


System No. 8—Atlantic Coast Line 





Atlantic Coast Line Railroad Company. 

Louisville and Nashville Railroad Company. 

The Nashville, Chattanooga and St. Louis Rail- 
way. : 

Clinchfield Railroad Company. . 

Atlanta, Birmingham and Coast Railroad Com- 


any. : 

Gulf, Mobile and Northern Railroad Company. 

New Orleans Great Northern Railroad Company. 

Chicago, Indianapolis and Louisville Railway Com- 
pany (undivided one-fourth interest). . 

Winston-Salem Southbound Railway Company 
(undivided one-half interest). _ . 

Alabama and Western Florida Railroad Company. 

Alabama, Floridan and Gulf Railroad Company. 

Alcolu Railroad Company. 

Apalachicola Northern Railroad Company. 

Artemus-Jellico Raitroad Company. 

Ashland Railway Company. 

Atlantic and Carolina Railroad Company. 

Charleston and Western Carolina Railway Com- 
any. 

Columbia, Newberry and Laurens Railroad Com- 


pany. 
Elberton and Eastern Railroad Company. 
Live Oak, Perry and Gulf Railroad Company. 
Rockingham Railroad Company. | 
Virginia and Carolina Southern Railroad Company. 
Beaufort County Lumber Company Railroad. 
Black Mountain Railway Company. ‘ 
Bonhomie and Hattiesburg Southern Railroad 
Company. , 
The Carolina Southern Railway Company. 
Carolina Western Railroad. 
Carrolton and Worthville Railroad Company. 
Chattahoochee Valley Railway Company. 
East Carolina Railway. 3 
Flemingsburg and Northern Railroad Company. 
Hampton and Branchville Railroad Company. 
Kentucky, Rockcastle and Cumberland Railroad 
Company. . 
Laurinburg and Southern Railroad Company. 
The Mammoth Cave Railroad Company. 
Manistee and Repton Railroad Company, Ine. 
The Marianna and Blountstown Railroad Com- 
any. 
-Milstead Railroad Company. 
Lakeland Railway. i 
‘Mississippi and Western Railroad Company. 
Mississippi Central Railroad Company. 
Mississippi Export Railroad Company. 
Mountain Central Railway Company. 
Nashville and Atlantic Railroad Company. 
Northwestern Railroad Company of South Caro- 
lina. 
Norton and Northern Railway. 
Ohio and Kentucky Railway Company. 
Roaring Fork Railroad Company. 
Roackcastle River Railway Company. 
Savannah and Atlanta Railway. 


4% Tennessee, Alabama and Georgia Railway. 


& 


* 


The Tuskegee Railroad Company. 

Washington and Lincolnton Railroad Company. 

Wilmington, Brunswick and Southern Railroad 
Company. 

Belt Line Railway Company. 

Savannah River Terminal Company. 

Port St. Joe Dock and Terminal Railway Com- 
pany. 


System No. 9—Southern 


Southern Railway Company (excluding Mobile and 
Ohio Railroad Co.), 

Norfolk Southern Railroad Company. 

Tennessee Central Railway Company (portion 
Nashville to Harriman). 

Florida East Coast Railway Company. 

Chicago, Indianapolis and Louisville Railway Com- 
pany (undivided one-fourth interest). 

‘Alabama and Northwestern Railroad Company. 

Appalachian Railway Company. 

Atlantic and Western Railroad Company. 

Augusta Northern Railway. 

Bamberg, Ehrhardt and Walterboro Railway 
Company. 

Carolina and Northwestern Railway Company. 

Dover and South Bound Railroad Company. 

Due West Railway. 

East Tennessee and Western North Carolina Rail- 
road Company. 

Elkin and Alleghany Raifroad Company. 

Frankfort and Cincinnati Railway Company. 

The Gainesville and Northwestern Railroad Com- 


pany. 
Gainesville Midland Railway. 

Georgia and Florida Railroad. 

Graham County Raitread Company. 
Vrartwen Railway Company. 

ncaster and Chester Railway Company. 

Linville River Railway Cempany. 

The Little River Raifroad Company. 





Trans Florida Central Railroad Company. 

The Mobile and Gulf Railroad Company. 

Morgan and Fentress Railway Company. 

Oneida and Western Railroad Company. ‘ 

Pearl River Valley Railroad Company. 

Pickens Railroad Company. 

Pigeon River Railroad Company. 

The South Georgia Railway Company. 

Sumpter and Choctaw Railway Cempany. 

Tennessee Rattroad Company. 

Tennessee North Carolina Railway Company. 

Tennesssee, Kentucky and Northern Railroad 
Company. 

Tuckaseegee and Southeastern Railway Company. 

Virginia Blue Ridge Railway. 

Ware Shoals Railroad Comnany. 

Cincinnati, Burnside and Cumberland River Rail- 
way Comnany. 

Ferdinand Railroad Company. 

Louisville, New Albany and Corydon Raitroad 
Company. 

Interstate Railroad Company (undivided one-half 
interest). . 





System No. 10—lIllinois Central 


Illinois Central Railroad Comnany. 

Gulf and Ship Island Railroad Comnany. 

The Yazoo and Mississippi Valley Railroad Com- 
panv. 

Batesville Southwestern Railroad. 

Central of Georgia Railway Comnany. 

Louisville and Wadlev Railroad Company. 

Svivania Central Railway Company. 

Wadlev Southern Railway Company. 

Wrightsville and Tennille Railread Company. 

The Minneavolis and St. Louis Railroad Company. 

Tennessee Central Railway Company (Nashville 
to Hopkinsville). 

St. Louis Southwestern Railway Comnany. 

St— Louis Southwestern Railway Company of 
Texas. 

Louisiana Railway and Navigation Company of 
Texas. 

Atlanta and Saint Andrews Bay Railway Com- 
pany. 

Bowdon Railway Company. 

Cadiz Railroad Company. 

Canton and Carthage Railroad Company. 

Collins and Glenville Railroad. 

Fernwood, Columbia and Gulf Railroad Company. 

Flint River and Northeastern Railroad Company. 

The Georgia Northern Railwav Company. 

Garyville Northern Railroad Comnany. 

Georgia, Asburn, Syivester and Camilla Railway 
Company. 

Mississippi and Skuna Valley Railroad Company. 

Mississippi Southern Railroad. 

The Natchez, Columbia and Mobile Railroad Com- 
pany. 

New Orleans, Natalbany and Natchez Railway 
Company. 

Sandersville Railroad Company. 

Shearwood Railway Company. 

Smithonia and Dunlap Railroad Company. 

Talbotton Railroad Company. 

Kosciusko and South Eastern Rail Road Co. 

Chatham Terminal Company (undivided one-half 
interest). 

Blytheville, Leachville and Arkansas Southern 
Railroad Company. 

Deering Southwestern Railway. 

Fordyce and Princeton R. R. Co. 

Gideon and North Island Railroad Company. 

Jefferson and Northwestern Railway Company. 

The Louisiana and North West Railway Company. 

Paris and Mt. Pleasant Railroad Co. 

Shreveport, Houston and Gulf Railroad Company. 

Tremont and Gulf Railway Company. 

The La Salle and Bureau County Railroad Com- 
pany. 


System No. 11—Chicago and | 





North Western 





Chicago and North Western Railway Company. 

Chicago, St. Paul, Minneapolis and Omaha Rail- 
way Company. 

Chicago and Eastern Illinois Railway Company. 

Mobile and Ohio Railroad Company. 

Columbus and Greenville Railway Company. 

Lake Superior and Ishpeming Railroad Company. 

Cazenovia Southern Railroad Company. 

Hillsboro and North-Eastern Railway Company. 

Mineral Point and Northern Railway Company. ° 

The North and South Railway Company. 

Superior and Southeastern Railway Company. 

Sioux City Bridge Company. - 

Northwestern Coal Railway Company. 

Alabama Central Railway. 

Birmingfam. Selma and Mobile Railroad Company. 

DeKalb and Western Railroad Company. 

Mississippi and Alabama Railroad Company. 

Mississippi Eastern Railroad Company. 

Jefferson Southwestern Railroad Company. 

Litchfield and Madison Railway Company. 





System No. 12—Great Northern- 
Northern Pacific 


Great Northern Railway Company. 

Northern Pacific Railway Company. 

Farmers Grain and Shipping Company. 
Minnesota and International Railway Company. 
Gilmore and Pittsburgh Railroad Cempany, Ltd. 
Spokane, Portland and Seattle Railway Company. 
Oregon Trunk Railway. 

Oregon Electric Railway Company. 






United Railways Company. 

Butte, Anaconda and Pacific Railway Company 
(undivided one-half interest). 

Gales Creek and Wilson River Railroad Company. 

Hartford Eastern Railway Company. 

Hill City Railway Company. 

Minneapolis and Rainy River Railway Company. 

Minneapolis, Red Lake and Manitoba Railway 
Company. 

Minnesota, Dakota and Western Railway Com- 
pany. 

Montana Western Railway Co. 

Montana, Wyoming and Southern Railroad Com- 
pany. 

Puget Sound and Cascade Railway Company. 

The Waterville Railway Company. 

Washington Western Railway Company. 

Camas Prairie Railroad Company (undivided one- 
half interest). 

Cowlitz, Chehalis and Cascade Railway (undivided 
one-third interest). 

Newaukum Valley Railroad Company (undivided 
one-third interest). 

Craig Mountain Railway Company (undivided one- 
half interest). 

Duluth and Northeastern Railroad Company (un- 
divided one-half interest). 

Longview, Portland and Northern Railway Com- 
pany (undivided one-half interest). 

Nezperce and Idaho Railroad Company (undivided 
one-half interest). 

Oregon, California and Eastern Railway Com- 
pany (undivided one-half interest). 

Washington, Idaho and Montana Railway Company 
(undivided one-half interest). 

Columbia and Cowlitz Railway Company. 


System No. 13—Milwaukee 


Chicago, Milwaukee, St. Paul and Pacific Railroad 
Company. 

Chicago, Milwaukee and Gary Railway Company. 

White Sulphur Springs and Yellowstone Park 
Railway Company. 

Duluth, Missabe and Northern Railway Company. 

The Duluth and Iron Range Rail Road Company. 

Butte, Anaconda and Pacific Railway Company 
(undivided one-half interest). 

Trackage rights over Spokane, Portland and Seat- 
tle Railway, from Portland, Oreg., to Spokane, 
Wash. 

Copper Range Railroad Company. 

Escanaba and Lake Superior Railroad Company. 

Marinette, Tomahawk and Western Railroad Com- 
pany. 

Midland Continental Railroad. 

Port Angeles Western Railroad Company. 

Port Townsend and Puget Sound Railway Com- 
pany. 

Ontonagon Railroad Company. 

Davenport, Rock Island and North Western Rail- 
way Company (undivided one-half interest). 
Cowlitz, Chehalis and Cascade Railway (undivided 

one-third interest). 

Duluth and Northeastern Railroad Company (un< 
divided one-half interest). 

Newaukum Valley Railroad Company (undivided 
one-third interest). 

Washington, Idaho, and Montana Railway Com- 
pany (undivided one-half interest). 


System No. 14—Burlington 


Chicago, Burlington and Quincy Railroad Com- 
pany. 

The Colorado and Southern Railway Company. 

Fort Worth and Denver City Railroad Company. 

Quincy, Omaha and Kansas City Railroad Com- 
pany. 

Green Bay and Western Railroad Company. 

The Ahnapee and Western Railway Company. 

Kewaunee, Green Bay and Western Railroad Com- 
pany. 

Missouri-Kansas-Texas Railroad Company. 

Missouri-Kansas-Texas Railroad Company of 
Texas. 

The Trinity and Brazos Valley Railway Company. 
(undivided one-half interest). 

Bartlett Western Railway. 

Beaver, Meade and Engelwood Railroad Company. . 

Bevier and Southern Railroad Company. 

The Colorado and Southeastern Railroad Company. 

The Colorado and Wyoming Railway Company. 

Eastland, Wichita Falls and Gulf Railroad Com- 
pany. 

The Ettrick and Northern Railroad Company. 

The Galesburg and Great Eastern Railroad Com- 
pany. 

Hooppole, Yorktown and Tampico Railroad Com- 
pany. 

La Crosse and Southeastern Railway Company. 

Lowell and Southern Railroad Company. 

Macomb, Industry and Littleton Railway Com- 
pany. . 

Oklahoma City-Ada-Atoka Railway Company. 

Rapid City, Black Hills and Western Railroad 
Company. 

The Robby and Northern Railroad Company. 

Rock Port, Langdon and Northern Railway Com- 


pany. 

Shelby County Railway Company. 

Shelby Northwestern Railway Company. 

Tabor and Northern Railway Company. 

Wyoming Railway Company. 

Hannibal Connecting Railroad Company. 

Winona Bridge Railway Company. ~ 

Davenport, Rock Island and North Western Rail- 
way Company (undivided one-half interest). 

The Great Western Railway Company (undivided 
one-half interest). 
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System No. 15—Union.Pacific | 


Union Pacific Railroad Company. 

Los Angeles and Salt. Lake-Railroad Company. 

Oregon Short Line Railroad Company. 

Oregon-Washington Railroad. and Navigation 
Company. 

St. Joseph and Grand Island Railway Company. 

The Kansas City Southern Railway Company. 

The Arkansas Western Railway Company. 

Texarkana and Fort Smith Railway Company. 

Utah Railway Company. 

Christie and Eastern Railway Company. 

Great Southern Railroad Company. 

Intermountain Railway Company. 

Laramie, North Park and Western Railroad Com- 
pany. 

The Leavenworth and Topeka Railroad Company. 

Leesville, Slagle and Eastern Railway Company. 

The Mansfield Railway and Transportatiomr Com- 
pany. 

Mount Hood Railroad Company. 

Oklahoma and Rich Mountain Railroad Company. 

Pacific Coast Railroad Company. 

Pacific and Idaho Northern Railway Company. 

Sabine and Neches Valley Railway Company. 

Texas, Oklahoma and Eastern Railroad Company. 

Tonopah and Tidewater Railroad Company. 

Death Valley Railroad Company. 

Union Railroad of Oregon. 

Sumpter Valley Railway Company. s 

Bingham and Garfield Railway Company (undi- 
vided one-half interest). E 

Camas Prairie Railroad Company (undivided one- 
half interest). : = 

Cowlitz, Chehalis and Cascade Railway (undivided 
one-third interest). ow 

Newaukum Valley Railroad Company (undivided 
one-third interest). 

Longview, Portland and Northern Railway Com- 
pany (undivided one-half interest). ioe 
Nezperce and Idaho Railroad Company (undivided 

one-half interest). ; 
Craig Mountain Railway Company (undivided one- 
half interest). oe 
’ The Great Western Railway Company (undivided 
one-half interest). 
_ The Big Creek and Telocaset Railroad Company. 


System No. 16—Southern Pacific 


Southern Pacific Company. 
Holton Inter-Urban Railway Company. 
Nevada-California-Oregon Railway. 
’ Texas and New Orleans Railroad Company. 
Northwestern Pacific Railroad Company. 
San Diego and Arizona Railway Company. 
’ Sunset Railway Company (undivided one-half in- 
terest). 
Amador Central Railroad Company. 
Angelina and Neches River Railroad Company. 
Aransas Harbor Terminal Railway. 
Arcata and Mad River Railroad Co. 
Arizona Southern Railroad Company. 
Bucksport and Elk River Railroad Company. 
“The California and Oregon Coast Railroad Com- 
pany. 
California Central Railroad Company. 
California, Shasta and Eastern Railway Company. 
California Western Railroad and Navigation 
Company. : 
Camino, Placerville and Lake Tahoe Railroad 
. Company. 
Carlton and Coast Railroad Company. 
Caro Northern Railway Company. 
Cement, Tolenas and Tidewater Railroad Company. 
._Diamond and Caldor Railway Company. 
East Texas and Gulf Railway Company. 
Fredericksburg and Northern Railway Company. 
Groveton, Lufkin and Northern Railway Company. 
-Lufkin, Hemphill and Gulf Railway Company. 
Louisiana Southern Railway Company. 
Magma Arizona Railroad Company. 
“Mascot and Western Railroad. Company. 
McCloud River Railroad Company. 
Minarets and Western Railroad Company. 
Moscow, Camden and San Augustine Railroad. 
Mt. Tamalpais and Muir Woods Railway. 
‘The Nacogdoches and Southeastern Railroad Com- 
pany. 
Nevada Copper Belt Railroad Company. 
Nevada County Narrow Gauge Railroad Company. 
Oregon, Pacific and Eastern Railway Company. 
Pacific Coast Railway Company. 
Pajaro Valley Consolidated Railroad Company. 
-Peninsular Railway Company. 
Port [sabel and Rio Grande Valley Railway. 
Ray and Gila Valley Railroad Company. 
Rio Grande Micolithic and Northern Railway. 
San Joaquin and Eastern Railroad Company. 
Santa Maria Valley Railroad Company. 
‘Texas Southeastern Railroad Company. 
Tonopah and Goldfield Railroad Company. 
Uvalde and Northern Railway Company. 
Virginia and Truckee Railway. 
Trona Railway Company. 
Waco, Beaumont, Trinity and Sabine Railway 
Company. 
Tucson, Cornelia and Gila Bend Railroad Company. 
Valley and Siletz Railroad Company. 
Ventura County Railway Company. 
Willamette Valley and Coast Railroad Company. 
Yosemite Valley Railroad Company. 
Bay Point and Clayton Railroad Company (undi- 
vided one-third interest). 
Eureka-Nevada Railway Company (undivided one- 
half interest). 
The Nevada Central Railroad Company (undivided 
one-half interest). 





Nevada Northern .Railway Company (undivided 
one-half interest). 

Oregon, California and Eastern Railway Company 
(undivided one-half. interest). 

Yreka Railroad Company. 


System No. 17->Sante Fe 


The Atchison, Topeka and Santa Fe Railway Com- 
pany. 

Gulf, Colorado and Santa Fe Railway Company. 

Kansas City, Mexico and Orient Railway Company. 

Kansas City, Mexico and Orient Raliway Company 
of Texas. 

Panhandle and Santa Fe Railway Company. 

Chicago Great Western Railroad Company. 

Missouri North Arkansas Railway Company. 

Midland Valley Railroad Company. 

The Apache Railway Company. 


‘ Arizona and Swansea Railroad Company. 


The Cimarron and Northwestern Railway Com- 
pany. 

The Colorado-Kansas Railway Company. 

The Garden City Western Railway Company. 

Gulf, Texas and Western Railway Company. 

Hanover Railway Company. - 

Manchester and Oneida Railway Company- 

Minneapolis, Northfield and Sothern Railway. 

Minnesota Western Railroad Company. 

The New Mexico Midland Railway Company. 

Osage Railtvay Company. 

Port Bolivar Iron Ore Railway Company. 

The Rio Grande Eastern Railway Corporation. 

Rock Island Southern Railway Co. 

Santa Fe Northwestern Ry. Co. 

Sierra Railway Company of California. 

Verde Tunnel and Smelter Railroad Company. 

Helena Southwestern Railroad Company. 

Bay Point and Clayton Railroad Company (undi- 
vided one-third interest). 


| System No. 18—Missouri Pacific | 


Missouri Pacific Railroad Company. 

New Orleans and Lower Coast Railroad Company. 

New Orleans, Texas and Mexico Railway Com- 
pany. 

The Beautmont, Sour Lake and Western Railway 
Company. 

International-Great Northern Railroad Company. 

New Iberia and Northern Railroad Company. 

The Orange and Northwestern Railroad Com- 
pany. 

East St. Louis, Brownsville and Mexico Railroad 
Company. 

San Antonio Southern Railway Company. 

San Antonio, Uvalde and Gulf Railroad Company. 

San Benito and Rio Grande Valley Railway Com- 
pany. 

Sugar Land Railway Company. 

The Texas and Pacific Railway Company. 

Abilene and Southern Railway Company. 

Cisco and Northeastern Railway Company: 

Kansas, Oklahoma and Gulf Railway. Company. 

Fort Smith and Western Railway Company. 

The Western Pacific Railroad Company. 

The Rio Grande Southern Railroad Company. 

The Denver-and Rio Grande Western Railroad 
Company. 

The Denver and Salt Lake Railway Company. 

Asherton and Gulf Railway Company. 

Asphalt Belt Railway Company. . 

Houston and Brazos Valley Railroad Company. 

The Orange and Northwestern Railroad Company. 

Rio Grande City Railway Company. 

The Denison and Pacific Suburban Railway Com- 
pany. 

Pecos Valley Southern Railway Company. 

The Weatherford Mineral Well and Northwestern 
Railway Company. 

Arkansas Railroad. 

Arkansas Short Line. 

Ashley, Drew and Northern Railway Company. 

Augusta Railroad Company. 

Brookings and Peach Orchard Railroad Com- 
pany. 

Cape Girardeau Northern Railway Company. 

Carbon County Railway Company. s 

The Crystal River and San Juan Railréad Com- 
pany. 

Dardanelle and Russellville Railroad Company. 

Doniphan, Kensett and Searcy Railway. 

Grand Prairie-Branch Railroad Company. 

Graysonia, Nashville and Ashdown Railroad 
Company. 

Gulf and Northern Railway Company. 

Indian Valley Railroad Company. 

The Lake Providence, Texarkana and Western 
Railroad. s 

The Manitou and Pikes Peak Railway Company. 

The Midland Terminal Railway Company. 

Mississippi River and Bonne Terre Railway. 

Missouri-Illinois Railroad Company. 

Missouri Southern Railroad Company. 

Montana Railroad. 

Murfreesboro-Nashville 
Company. 

The Natchez, Urania and Ruston Railway Com- 


Southwestern Railway 


pany. 
Northeast Oklahoma Railroad Company. 
Okmulgee Northern Railway Company. 
Ouachita and Northwestern Railway Company. 
The Prescott and Northwestern Railroad Com- 
pany. 
Quincy Railroad Company. 
Reader Railroad. 
Rio Grande and Eagle Pass Railway Company. 
Roscoe, Snyder and Pacific Railway Company. 
The San Luis Central Railroad Company. 
The San Luis Valley Southern Railway Company. 
The Silverton Northern Railroad Company. 
Stockton, Terminal and Eastern Railroad. 
Texas Short Line Railway Company. 
Tooele Valley Railroad Company. 


_— 


Trinity Valley. Southern Railroad Company. 

The Uintah Railway Company. 

L’Anguille Riyer Railway Company. 

Trinity Valley and Northern Railway Company. 

The Creek Railroad Company. 

Bauxite and Northern Railway Company (undi- 
vided ‘oné-half interest). 

Bay Point and Clayton Railroad Company (undi- 
vided one-third’ interest). 

Bingham and Garfield Railway Company (undi- 
vided one-half interest). 

Eureka-Nevada. Railway Company (undivided one- 
half interest). 

Nevada Northern Railroad Company (undivided 
one-half interest). 


‘The. Neyada, Central Railroad Company (undi- 


vided one-half interest). 


| System No. 19—Rock Island-Frisco | 


The Chicago, Rock Island and Pacific Railway 
Company. 

The Chicago, Rock Island and Gulf Railway Com- 
pany. ‘ 

St. Louis-San Francisco Railway Company. 

St. Louis-San Francisco and Texas Railway Com- 
pany. 

Fort Worth and Rio Grande Railway Company. 

Kuanah, Acme and Pacific Railway Company. 


’ Alabama, Tennessee and Northern Railroad Cor- 


poration. ay 
Louisiana and Arkansas Railway Company. 
The Trinity and Brazos Valley Railway Company 
(undivided one-half interest). 
Louisiana Railway and Navigation Company. 
Alabama Central Railway. 
Meridian and Bigbee River Railway Company. 
Mississippi Railway. 
Arkansas and Louisiana Missouri Railway Com- 


pany. 
Atlantic Northern Railway Company. 
Burlington, Muscatine and Northwestern Railway 
Company. 
Cairo, Truman and Southern Railroad Company. 
Cassville and Exeter Railway Company. ; 
Central Railway Company of Arkansas. 
Combs, Cass and Eastern Railroad Company. 


- DeQueen and Eastern Railroad Company. 


Texas, Oklahoma and Eastern Railroad Company. 
El Dorado and Western Railway Company. 
Fort Smith, Subiaco and Rock Island Railroad 
Company. z 
The Kansas and Oklahoma Railway Comnany. 
The Louisiana and Pine Bluff Railway Company. 
Manila and Southwestern Railway Company. 
Miami Mineral Belt Railroad Company. 
Northern Louisiana and Gulf Railway Company. 
Qzark Southern Railway Company. 
Poplar Bluff and Van River Railway Company. 
Red River and Gulf Railroad. ; 
The Sibley, Lake Bisteneau and Southern Railway 
Company. ¥ 
Thornton and Alexandria Railway Company. 
Wichita. Falls and Southern Railroad Company. ° 


- Warren and Saline River Railroad Comnany. 


Warren and Ouachita Valley Railway Company. 

The Wichita and Northwestern Railway Company. 

Oklahoma-Southwestern Railway Company. r 

Oklahoma-Union Railway. Company. 

Bauxite and Northern Railway Company (undi- 
vided one-half interest). 


System No. 20—Canadian National 


Canadian National Railway Company lines in New 
England. 

Central Vermont Railway Company. 

Detroit, Grand Haven and Milwaukee Railway y 
Company. ; 

Grand Trunk Western Railway Company. 

White River Road Company (of Vermont). 

Woodstock Railway Company. 

Indiana, Northern Railway Company (undivided 
one-half interest). 


South Buffalo Railway Company (undivided onee 


sixth interest). 


System No. 21—Canadian Pacific 


Canadian Pacific Railway Company lines in New 
England. ‘ 

Spokane International Railway Company. i 

Minneapolis, St. Paul and Ste. Marie Railway 
Company. - 

Duluth, South Shore and Atlantic Railway Com- 
pany. 

Mineral Range Railroad Company. 


: Terminal Properties 


The Massena Railroad Terminal Company. 
Dayton Union Railway Company. 
The .Toledo Terminal Railroad Company. 
Detroit Terminal Railroad Company. 
Kankakee and Seneca Railroad Company. 
The Indianapolis Union Railway .Company. 
Boston Terminal Company. 
Ft..Wayne Union Railway Company. , 
Norfolk and Portsmouth Belt Line Railroad 
Company. ‘ ’ 
The Toledo, Angola and Western Railway Com- 


pany. . 
The Newburgh and South Shore Railway Compayy, 
The Cuyahoga Valley. Railway: Company. ; 4 
The River Terminal Railway. F 
The Youngstown and-Northern Railroad.Company. 
South Brooklyn Railway Company... .. - 


* 














The Terminal Railroad Company. 
ae Eastern District Terminal. 
New York Dock Railway. 
Hoboken Manufacturers’ Railroad Company. 
Bush Terminal Company. 
Peoria and Pekin Sten — 
Union Depot Company umbus, Ohio}. 
Belfast and Moosehead Lake Railroad Com- 
pany. 
Portland Terminal Company. 
Akron Union Passenger Depot Conspany. 
The Akron and Barberton Belt Railroad Company. 
Canton Railroad Company. 
Muskegon Railway and Navigation Company. 
The Philadelphia Belt Line Railroad Company. 
Atlantic Port Railway Corporation. 
Richmond, Frederickaburg and Potomac 
Railroad Company. 
Washington Terminal Corapany. 
aes ee tee Company. 
Chicago Union ompeny. - 
Kentucky and Indiana Terminal Railroad 
Company. 
East law Railroad and Terminal Company. 
Pencoyd and Philadelphia Railroad Company. 
Chicago Short Line Railway Company. 


Fort Street Union Depot Company. i 
Detroit Union Railread Depot and Station 
Company. 


Birmingham Southern Railread Company. 

Birmingham Terminal Company. 

Durham Union Station Company. 

Jacksonville Terminal Company. 

Norfolk Terminal Railway Company. 

Dallas Terminal and Unien Depot Company. 
The Railway Transfer Company of the City of 

Minneapolis. P 
Arkansas and Memphis Railway Bridge and 
Terminal Company. , 

Fort Worth Belt Line Railway Company. 
The Minnesota Transfer Railway Company. 

St. Paul Bridge and Terminal Railway Com- 


pany. 
St. Paul Union Depot Company. 
Sioux City Terminal Railway Company. 
Southern IHinois and Missouri Bridge Com- 


pany. 
The Union Terminal Company (Dallas, Texas). 
South Omaha Terminal Railway Company. 
The Lake Superior Terminal and Transfer Rail- 
way Company of the State of Wisconsin. 
Minneapolis Eastern Railway Company. 
Port of Astoria Belt Line Railroad. 
Duluth Union Depot and Transfer Company. 
The Northern Paeifie Terminal Company of 
Oregon. 
Des Moines Union Railway Company. 
Kansas City Comnectmg Railread Company. 
Kansas City Terminal Railway Company. 
Galveston, Heuston and Henderson Rai 
Company. 
Atchison Unien Depot and Railroad Com- 


pany. 
Denver Union Terminal Raitway Company. 
Galveston Wharf Company. . 
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Joplin Union Depot Company. 

Albany Passenger Terminal Company. 
Atlanta Terminal Company. 

Augusta and Summerville Railroad Company. 
Athens Terminal Company. 

Northwestern Terminal Railroad Company. 
Salt Lake City Union Depot and Railroad 
Company. 7 , 
Texas Pacific-Missouri Pacific Terminal Rail- 

road of New Orleans. 
Brownsville and Matamoros Bridge Com- 


pany. 
Birmingham Belt Railroad Company. 
Peoria Terminal Company. 
Rock Island-Friseo Terminal Railway Com- 


pany. 
State Belt Railroad of California. 
City of Prineville Railway. 
Municipal Terminal Railroad. 
Yuma Valley Railroad. 
Terminal Railroad Association of St. Louis. 
Atchison and Eastern Bridge Company. 

The Baltimore and Ohio Chicago Terminal Rail- 

road Company. 

The Belt Railway Company of Chicago: 
Calumet Western Railway Company. 
Chieago and Calumet River Railroad Com- 

pany. 
Chicago and IWinois Western Railroad. 
Chicago and Western Indiana Railroad Com- 


pany. 
Chicago Heights Terminal Transfer Railroad - 


Company. 
Chicago Junction Railway. 

The Chicago River and Indiana Railroad Company. 
Chicago Short Line Railway Company. : 
Chicago, West Pullman and Southern Rail- 

road Company. 
Elgin, Joliet and Eastern Railway Company. 
IHinois Northern Railway. 
Indiana Harbor Belt Railroad Company. 
Manufacturers’ Junction Railway Company. 
Pullman Railread Company. . 

The Union Railroad Company. 

The Chartiers Southern Railway Company. 
Montour Railroad Company. 

Weat Side Belt Railroad Company. 

The Monongahela Connecting Railroad Company. 

Pittsburgh, Allegheny and McKee’s Rocks 
Railroad Company. 

Allegheny and South Side Railway Company. 

Monongahela Southern Railway Company. 

St. Clair Terminal Railroad Company. 

Alton and Southern Railroad. 

East St. Louis Junction Railroad Company. 

Manufacturers Railway Company. 

Missouri and Mlinois Bridge and Belt Rail 
-Road Company. 

The St. Louis and O’Fallon Railway Company. 

St. Louis and Ohio Raiver Railroad. 
International Bridge Company. 

Keokuk Union Depot Company. 

Keokuk and Hamilton Bridge Company. 
Oklahoma City J upetion Railway Company. 
Pueblo Union Depot and ‘Railroad Com- 


pany. 
St. Joseph Belt Railway Company. 
St. Joseph Terminal Railroad Company. 
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St. Joseph Union Depot Company. 

Texas City Terminal Railway Company. 

Union Terminal Railway Company (St. 
Joseph, -Mo.). 

Kansas City, Shreveport and Gulf Terminal. 

Leavenworth Depot and Railroad Company. 

Los Angeles Junction Railway Company. 

Ogden Union Railway and Depot Company. 

EI Paso Union Passenger Depot Company. 

Fort Worth Union Passenger Depot Com- 
pany. 

Richmond Belt Railway. 

Beaumont Dock and Wharf Commission. 

Beaumont Wharf and Terminal Company. 

— Passenger Depot Company of Galves- 
on. 

Alameda Belt Line. ( 

Houston Belt and Terminal Railway Com- 
pany. 

Joliet Union Depot Company. 

Wichita Union Terminal Railway Company. 

Nerth Charleston Terminal Company. 

Savannah Union Station Company. 

Winston-Salem Terminal Company. 

Tampa Union Station Company. 

New Orleans Public Belt Railroad. 

Port Utilities Commission of Charleston, 
South Carolina. 


Terminal Railway Alabama State Docks. 

Warrior River Terminal Company. 

Paduca and I!linois Railroad Company. 

Augusta Union Station Company. 

Charleston Union Station Company. 

Columbia Union Station Company. 

Covington and Cincinnati Elevated Rail- 
road and ‘Fransfer and Bridge Company. 

Goldsboro Union Station Company. 

Lexington Union Station Company. 

Memphis Union Station Company. 

Woodstock and Blocton Railway Company. 

New Orleans Terminal Company. 

St. Johns River Terminal Company. 

Chattanooga Station Company. 

Gulf Terminal Company. 

Macon Terminal Company. 

Meridian Terminal Company. 

Van Buren Bridge Company. 

Central Union Depot and Railway Com- 
pany of Cincinnati. 

Detroit and Western Railway Company. 

East Erie Commercial Railroad Company. 

Flint Belt Railroad Company. 

Harlem Transfer Company. 

Pittsburgh and Ohio Valley Railway Com- 
pany. 

Union Freight Railroad Company. 

White River Railroad Company. 

El Paso Southern Railway Company. 

Galveston Terminal Railway Company. 

Hannibal Union Depot Company. 

Howard Terminal Railway. 

South San Francisco Belt Railway. 

Outer Harbor Terminal Railway Company. 

Peru, La Salle and Deer Park Railroad 
Company. 

Board of Harbor Commissioners’ Railroad 
(Wilmington, Del.). 





Opinions Coneurring With the Plan of the Commission 
EASTMAN, Cemmissioner, concurring m part: 


ALTHOUGH I do not approve of it in 
important: respects, I concur im the 
adoption of the consolidation plan above 
outlined because it has many good fea- 


or not it is the best ald 
devised. We may fy it at amy time 
hereafter, and no consolidation for which 
it provides can be unti? we 
have found, after ful? hearing, that the 

ublic interest will be promoted thereby. 

here is, I think, much misunderstanding 
on this point. The plan is very little 
more than a procedural There is 
nothing compulsory about it, nor even 
any assurance that authority will be 
sought to carry out the consolidations 
which it proposes. Applications for au- 
thority to effectuate certain umnifications 
are now before us whick im many par- 
ticulars are inconsistent with the plan. 
The important time will come we 
take action upon these and simtlar defi- 
nite applications. 

It must be borne in mind that the rec- 
ord in this consolidation plan proceeding 
was closed some years ago, and is not 
up to date. In my opinion we would. not 
be warranted in adopting a plan without 
further hearings, were it not for the fact 
that it ean be modified at will thereafter. 
Because the plan is thus lacking in final- 
ity, it seems to me that to the extent that 
we have misgivings in regard te it we 
ought to indicate what these misgivings 
are and disclose frankly the present con- 
tent of our minds. If we de this, those 
who hereafter seek approval of definite 
consolidations or unifications will know 
what they have to meet, and will have a 
better opportunity to correct misegncep- 
tions or to show, if it be the fact, that 
the views which we are at presen¢ in- 
elined to hold are based upon unsound 
premises or are the outgrowth of insuffi- 
cient knowledge. For these reasons I 
shall diseuss the matters under censider- 
ation at some length, starting with a 
discussion of the statutory provisions 
under which we are new acting. 

The wording of section 5 (4) leaves us 
with rather wide discretion in formulat- 
ing the plan, and I have no doubt that it 
was purposely so werded. It is to be a 
plan for conselidation inte a “limited” 
number of systems. Obviously the word 





“limited’ is very indefinite. Fifty sys- 
tems, er even more, would fit the word 
as well as fifteen or twenty. Plainly it 
is contemplated that the plan shall in- 
yolve a material reduction in the num- 
ber of systems existing at the time when 
the Transportation Act, 1920, became 
law, but there are wide limits ef discre- 
tion in determining what the reduction 
shall be. It should be remembered that 
the number of independently operated 
clase I railroads has already been sub- 
stantially reduced since 1920. The fol- 
lowing m an incomplete list of roads 
whieh have been absorbed since that 
time: 

Alabama and Vicksburg. 

Ann Arbor. 

Atlanta, Birmingham & Atlantie- 

Carolina, Clinchfield & Ohio. 

Chicago, Terre Haute & Southeast- 

ern. 

Cincinnati, Indianapolis & Western. 

El Paso Southwestern. 

Georgia, Florida & Alabama. 

Gulf & Ship Istand. 

Gulf Coast Lines. 

International Great Northern. 

Kansas City, Mexico & Orient. 

Lake Erie’ & Western. 


Pere Marquette. 

San Antonio, Uvalde & Gulf: 
Texas & Pacific. 

Toledo, St. Lowis & Western. 
Vicksburg, Shreveport & Pacific. 

The next requirement is that “eompe- 
tition shall be preserved as fully as pos- 
sible.” The words “as fully as possible” 
leave a good deal to our judgment, but 
plainly, I think, the preservation of com- 
petition was regarded as of prime impor- 
tance, and it was not intended that we 
should have very wide latitude in this 
‘matter. 

The third requirement is that existing 
routes and channels of trade shall be 
maintained ‘wherever practicable.” Here 
I think we have more latitade than in 
the case of the second requirement, for 
certainly the words “wherever practica- 
ble” are not as strong as the words “as 
fully as possible.” 

The final requirement is that the sys- 
tems “shall be so arranged that the cost 
of tramsportation as between eompetitive 
systems and as related to the values of 
the properties through which the service, 
is rendered shall be the same.” These’ 


words are prefaced by the qualification, 
“subject to the foregoing requirements,” 
clearly indicating that this final require- 
ment is subordinate to those which pre- 
eede. They are also followed by the 
further Gehiectinn, “so far as practi- 
a oe ae te 1g Ee. ew: 
graph apparently realize at there 
might be a good deal of difficulty in 
conforming at all closely to this re- 
quirement, and the fact is that the dif- 
ficulty is insuperable. Even if we could 
at the outset carve out systems having 
equal transportation costs, there could 
be no assurance that these costs would 
remain equal, since they are so imti- 
mately affected by business conditions in 
the particular territory served, efficiency 


of management, and other similar factors. 


However, the drafters indicated the ob- 
ject which they had in view by con- 
cluding with the words, “so that these 
systems can employ uniform rates in 
the movement of competitive traffic and 
under efficient management earn sub- 
stantially the same rate of return upon 
the value not their Spot a's 
properties. What they really in 
mind, more brieffy stated, and as I see 
it, is that we should design systems 
eapable of holding their own in the com- 
petitive struggle and with sufficient 
fmancial strength to provide and main- 
tain facilities adequate for good service. 
To state it still more briefly, the chief 
mere was to eliminate the “weak sis- 
ers. 


A further provision of the law which 
seems to me significant and important 
in connection with the prepartion of the 
consolidation plan is found in section 
5 (6) (c). It is provided that when, 
after the promulgation of that plan, a 
consolidation is proposed, not only must 
it conform to the plan but we must 
also specifically find, after public hear- 
ing, that it will promote the public in- 
terest. This means that Congress reeog- 
nized the tentative, speculative character 
of any consolidation plan that we might 
devise under the specifications of section 
5 (4), and did not regard the mere mak- 
ing of plan as proof that it ought 
to be consummated.. Further evidence 
of this fact is afforded by the blanket 
authority to make subsequent modifica- 
tions. Public interest in the last analy- 
sis is to be the test, and this being so, 


it seems to me that in exercising our 
discretion in the preparation of the plan, 
and particularly in deciding how many 
systems shall be included within the 
“limited number,” we should be guided 
by our conception of what the public 
interest demands. That should in turn, - 
I believe, lead us to pursue at the outset 
a cautious, conservative policy. 

The reasons for caution are greatly 
augmented by the fact that we are now 
dealing .with a general railroad situa- 
tion which in many respects is more 
satisfactory than any which has been 
experienced in the past. There may be 
ground for dissatisfaction in the general 
level of the rates, but it is not seriously 
elaimed that extensive consolidations 
will in themselves make possible sub- 
stantial reductions in rates even if there 
be eliminated from consideration. what 
may be the effeet of the Supreme Court 
decision as to valuations im the O’Fallon 
Case. So far as service, operating effi- 
ciency in general, and ability to finance 
on reasonable terms are concerned, the 
status of the railroads has been improv- 
ing rapidly and steadily during the past 
few years and now appears to be better 
than ever before. This improvement 
has extended to the so-called weak lines. 
They are far from presenting the prob- 
lem which they seemed to present in 
1920. These notorious “weak sisters,” 
the Kansas City, Mexico & Orient, and 
the Atlanta, Birmingham & Atlantic, 
are now well taken care of, and other 
lines of somewhat similar character will 
be found in the list of absorbed carriers 
which I have given above. The finan- 
cial status of others, such as the St. 
Paul, the Denver & Rio Grande, and 
the Missouri-Kansas-Texas, has _ been 
materially impreved by reorganization. 
And many of*the lines which appear 
to be weak have this reputation only 
because of overcapitalizatidén. There are 
new, it seems to me, only a very few 
weak lines which are really disturbing 
factors in the railroad situation. 

Under these cireumstances I submit 
that there is no wisdom in experiment- 
ing with a reasonably satisfactory situ- 
ation by radical attempts to promote con- 
solidations out of hand on a grandiose 
seale, and that there is, om the contrary, 
every reason for proceeding cautiously 
and conservatively. I do not wish to 
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minimize the possible benefits of consol- 
idations or unifications. In many cases 
they have been beneficial in the past, and 
without doubt many will be in the future. 
But I believe that there is a present 
tendency, in certain quarters at least, 


- te magnify beyond reason their possible _ 


advantages and to overlook almost en- 
tirely their possible disadvantages and 
dangers. 

Much depends: upon the way in which 
they are brought about and_ the 
terms and conditions. There have 
been numerous instances in the past of 
unifications which brought disaster be- 
cause of the gross extravagance and 

- waste which characterized their creation. 
Our plan combines the Frisco and Rock 
Island, but these roads were once be- 
fore “unified” in a way which was pro- 
ductive of no good and many evil re- 
sults. And included in this former uni- 
fication were such roads as the Chicago 
& Eastern Illinois and the Kansas, Okla- 

“homa & Gulf, which we are now seek- 
ing again to combine with other proper- 
ties. The Chicago & Alton also was for- 
merly controlled jointly by the Rock 
Island and-the Union Pacific. It is my 
understanding that these three smaller 
roads all suffered severely from their 
unification experiences. Another illus- 
tration is afforded by the Western Pa- 
cific; the Denver & Rio Grande Western, 
the Missouri Pacific, the Wabash, the 
Pittsburgh & West Virginia, and the 
Western .Maryland, which were at one 
time all dominated, in some instances un- 
de: different corporate names, by the 

_ same’ financial imterests—again an ex- 
‘perience from which they all. suffered. 

* The New Haven, the Boston & Maine, 
and the Maine Central were likewise 
brought under common control not so 
many years ago, along with various 
steamship and electric railway proper- 
ties, m a.process of unification which 
was highly disastrous in its results. 
Other illustrations could easily be given. 
Today it is probable that the powers of 
regulation which we now possess would 
prevent similar excesses, although many 
of those which occurred in the past were 
a result of “holding company” opera- 
tions such as are again beginning to de- 
velop and over which our powers of. con- 
trol-are uncertain. I mention these in- 
jurious unifications of the past not as 
prototypes of what is likely to happen 
in the future; but as illustrations of the 
fact that the terms and conditions under 
which unifications or consolidations are 
accomplished are of critical and essential 
importance. 

Such sentiment as appears to exist in 
favor of the consolidation of the. rail- 
roads into a very few great systems is, 
I believe, largely artificial. According 
to my observation, there is very little 
sentiment of this kind among either 
shippers or railroad officers. For the 
most part I think that it emanates from 
financial circles which are likely to reap 
large profits from the mere process of 
putting the roads together. Further- 
more, there is reason to believe that the 
country is becoming considerably 
alarmed by the progress of consolida- 
tions and unifications among industries 
in general. It is feared that control of 
industry is rapidly passing into a few 
hands, with the danger that we shall 
become predominantly a nation of clerks 
and subordinates. Perhaps this process 
is inevitable in some lines of- industry, 
and it mzy eventually be the fate of the 
railroads. But there is so much doubt 
about its wisdom that I see no” reason 
for accelerating the process in the case 
ef the railroads. There are strong 


grounds for belief that the best results 


in_ operating efficiency and service are 
secured- when a railroad system is small 
enough so that the executive can’ main- 
tain something like personal contact 
with the employees all down the line and 
also with the shippers in the territory 
served. In this connection it is of in- 
terest to note that the present Nickel 
Plate Railroad is a combination of three 
parts; namely, the original Nickel Plate, 
the Lake Erie & Western, and the 
Clover Leaf. The two first named were 
at one time parts of the New York Cen- 
tral system, and I understand that the 
Clover Leaf was once affiliated with the 
Rock Island-Frisco system. As parts of 
larger systems these roads did not 
prosper, but since their combination as 
a comparatively small and independently 
managed system they have done very 
well indeed. 

My judgment, in short, is that we 
should proceed slowly in this matter and 
that the best consolidation plan would 
be one so constructed that if good rea- 
son later develops, after we have had 
more experience, for carrying the process 
of unification further, it could be done 
by merely combining some of the smaller 
systems. We ought also, I believe, to 
keep the following points in mind and 
govern our action upon consolidation ac- 
cordingly to the best of our power and 
ability: 

1. The desirability in every ‘important 
transportation center served by two or 
-more railroads of either having a single 
terminal company jointly controlled but 
owning and operating all of the terminal 
property or else complete reciprocity in 
switching, so that every shipper in the 
terminal district can secure the service 
on equal terms of all lines reaching the 
district. Wherever possible such “open- 
ing” of terminals should be provided for 
in connection with the authorization of 
consolidations or unifications. 

2. The desirability of cooperation by 
the . railroads. through some central 
agency, like the American Railway As- 
sociation, in all matters: where their 


special interests are not in conflict. Con-- 


siderable has been done along these 





lines, but much more is possible. It 
should include provision for a highly or- 
ganized central research department, such 
as has proven of great value in the case 
of the Bell System telephone companies. 
In my judgment, many of the advan- 
tages which are urged in support of 
railroad consolidations on a grand scale 
can be realized in a better way by such 
a policy of intelligent cooperation. 

3. The desirability of provisions, in 
connection with all consolidations or uni- 
fications authorized and in the form of 
attached conditions, which will give us 
power to require upon reasonable terms 
trackage rights or. other joint use of fa- 
cilities in the future to the extent that 
the public interest may demand. 

With these preliminary general ob- 
servations I shall now proceed to com- 
ment upon the plan of consolidation as it 
affects various sections of the country. 


New England 


It seems to me clear that in so far as 
lines in New England are now controlled 
by Canadian systems, nothing should be 
done to interfere with that control. In- 
timate and - friendly relations with 
Carada are of much importance to north- 
ern New England, and these Canadian- 
systems also supply an element of com- 
petition with Ameriean trunk lines whict 
is of very substantial value. This is par- 
ticularly true of the State of Maine and 
the seaport of Portland. 

Nor do I see any sufficient reason for 
interfering, even if such interference 
were possible, with the control now ex- 
ercised over the Boston & Albany by the 
New York Central. So far as the other 
New England lines are concerned, I am 
strongly of the view that they should not 
be permitted to pass under the control of 
trunk lines operating west of the Hudson 
River. Present reutes and channels of 
trade can be maintained more effectively 
and the advantages of competition’ be- 
tween the trunk lines can’ better be real- 
ized if these New England lines are not 
absorbed by them. Close and friendly 
relations between the New England rail 
lines and the steamship lines which serve 
the ports, as well as with the Canadian 
rail systems, are of vital importance to 
New England; and such relations also can 
be maintained more-effectively if further 
absorption of New England railroads by 
the trunk lines is prevented. 

As at present advised, I am inclined 
to favor the union of the Boston & Maine, 
the Maine Central, the Rutland, and the 
Bangor & Aroostook. While substantial 
reasons can be advanced for assigning 
the Rutland to the New York Central, 1 
do not favor this, for the Rutland has a 
line to Lake Ontario at Ogdensburg 
which may be very important to New 
England in a competitive way after the 
completion of the new Welland Canai,, 
This competitive route should not be in 
partial trunk-line control. 

Whether such a northern New England 
system should be joined with the New 
Haven is a question as to which I am in 
doubt. Those who advocate this have, 
I think, a strong burden of proof, At 
the time when the Boston & Maine was 
under New Haven control the merger 
of the two roads was strongly opposed 
by many New England industrial inter- 
ests, not only because of the elimination 
of competition at such important cities 
as Boston, Worcester, Springfield, and 
Fitchburg, but also because the natura! 
tendency of the Boston & Maine is to 
encourage traffic to and from Boston, 
whereas if it were merged with the New 
Haven the tendency would be to favor 
traffic to and from the port of New York, 
in erder -to enjoy the-longest possible 


_ hauls.. This possible subordination of the 


prineipal New England port was then 
viewed with considerable alarm. How- 
ever, it may be that it can be shown 
that there is no present foundation for 
such-fears. : 

In the case of the Delaware & Hudson, 
the Lehigh & Hudson, and the Lehigh & 
New England, I doubt whether the ad- 
vantages of their acquisition by the New- 
England lines would be sufficient to off- 
set the probable cost of acquisition, al- 
though as to this also I have an open 
mind, 


Eastern Territory 


In considering eastern territory, I start 
with the proposition that the Pennsyl- 
vania and New York Central systems 
aré- large enough, and in some respects 
too large, at the present time and should 


under no conditions be made larger. My 
next proposition is that no good reason 
has been shown for building up two other 
equally large systems. There has been 
much propaganda to the effect that in 
order to secure effective competition with 
the Pennsylvania and the New York 
Central it is essential to ereate rival 
systems of equal size, and that there is 
insufficient mileage to create more than 
two such rivals. This is the keynote 
of the 4-system plan for the East, and 
those who advocate a greater number 
are-—stigmatized as “playing into the 
hands” of the Pennsylvania and the New 
York Central. 


To my mind this propaganda rests upon 
a premise which is wholly unsupported 
by proof. What evidence is there that it 
is necessary for a system to be as. large 
as another in order to compete effectively 
with it? I submit that not only has 


there been no such eae but the. evi-- 


dence points distinctly the other way. 
If the proposition were sound, how would 
it be possible for the Baltimore & Ohio, 
the Wabash, the present Nickel Plat 

the Lackawanna, and the Lehigh: Valley, 


among others, which might be named, to 
live and prosper? Yet we know that 
they have done so, and upon the same 
level of competitive rates. 
ing papers in this proceeding we have 
Statistics showing average rates of re- 
turn for the three years ended Dec. 31, 
1927, upon our basic valuations brought 
up to date by net additions and better- 
ments since valuation date. ‘The results 
were as follows: ; 
Pennsylvania 

New York Central 

Central of New Jersey...... 
Lehigh Valley... 

D. L. & W : 
Baltimore & Ohio................ 
Wabash o> 49% 
Western Maryland..... 
Reading ... e4 se ae 
Nickel Plate........... Pn 


The Pennsylvania is now, I understand, 
making a much better comparative show- 
ing and seems to be escaping from the 
doldrums towards which it was drifting 
some -few years ago.’ But this shows the 
danger by which a very large system 1s 
reculiarly beset. High-power, intensive, 
progressive management is, I am inclined 
to. believe, more difficult to achieve and 
maintain in the case of such a system 
than where the system is smaller. The 
fact is, also, that in order to meet this 
problem of management it is necessary 
for a very large system to divide itseti 
into parts and manage and operate those 


. 4.77 
4.96 
5.08 

. 5.15 

6.22 

6.36 

6.72 

6.75 
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parts almost as independently as if they - 


were separate systems. 


For the. present there is, in my judg- 
ment, no ‘occasion for the building up of 
systems in the East comparable in size 
with the Pennsylvania and the New York 
Central. That can be done later if ex- 
perience should disclose a real need for 
such systems, but it is the part of wis- 
dom to proceed in that direction with the 
utmost circumspection. . It is far easier 
to merge railroads than it is to tear them 
apart again once they are merged. So 
far as the plan is concerned, there is no 
statutory requirement that the systems 
be equal or even comparable in size. - All 
that is necessary, in my opinion, is that 
they shall have adequate earning power 
and financial strength to hold their own 
in the competitive struggle, if well man- 
aged. 

An important consideration to have in 
mind, it seems to me, is that mere mile- 
age is very far from being an accurate 
index of the magnitude of a system. It 
depends upon where that mileage is. 
One thousand miles of western prairie 
track may carry less traffic and be easier 
to manage and operate than 200 miles of 
line in the congested eastern industrial 
district. Comparatively small systems 
from the standpoint of mileage are, I 
think, particularly desirable in the terri- 
tory east of the Alleghenies and north of 
the Potomac. It is also a mistake to as- 
sume that single-line routes are essen- 
tial to good and efficient service. Joint- 
line routes often compete very effectively 
with single-line routes, and as‘a matter 
of fact they have done so for many years 
between points like Chicago or St. Louis 
and the Atlantic seaboard. 


A further erroneous” notion is that 
end-to-end mergers are necessarily best 
from the competitive standpoint. The 
error may be illustrated by the New Eng- 
land situation. If the New Haven were 
consolidated with the Pennsylvania, com- 
petition would exist only at- the handful 
of points which it serves which are alsu 
served by other lines. If the New Haver, 
remains independent, however, or be- 
comes part of .a strictly New Englana 
system, every-little town on its line wil! 
have the benefit, on traffic to’and from 
competitive points west of the Hudson 
River, of several competing routes. . This 
is well recognized and understood in New 
England. As I shall later show, this 


» principle is capable of effective applica- 


tion in other eastern sections. 

In. determining upon desirable - con- 

solidations, attention should not be con- 
fined too closely to east-and-west traffic. 
North-and-south traffic should also be 
given due weight, and with the. rapid 
expansion of industry in the South it 
will, I believe, grow. steadily in impor- 
tance, 
‘To a certain extent the confining of 
systems within the boundaries of the 
recognized rate territories is, I believe, 
desirable. However, “a considerable 
amount of overlapping is also desirable 
to mitigate some of the disadvantages 
of these rate territories. Such over- 
lapping tends, for example, to break 
down artificial rate practices, like the 
practice of “breaking” rates at the Ohio 
or Missouri or Mississippi Rivers; and 
the competition of one or two through 
lines spurs joint routes to the good-serv- 
ice which such routes are easily capable 
of giving if the participating carriers 
cooperate effectively with each other. 

In eastern territory, outside of New 


’ England, the systems which I would 


favor in preference to those proposed 
in the plan which has been adopted are 
the following: 

Pennsylvania System. 

New York Central System. 

These would be the same as now con- 
stituted, except that I would not include 
the Norfolk & Western in. the Pennsy}- 
vania system. Either the Clayton Act 
or the Sherman .Antitrust Act should 
be used to pry these two roads apart. 
They are, it seems to me, clearly com- 

titive. The Norfolk. & Western’s 

agerstown route competes with the 
Pennsylvania on north-and-south’ traffic, 
and has very important potential pos- 
sibilities in this: direction which have 
not. been developed.. The coal ‘traffie of 
the Norfolk & Western from the sou- 


In our work- | 


thern fields.is also intensely competi- 
tive with the coal traffic of the Penn- 
sylvania from the northern fields, as was 
amply demonstrated in the Lake Cargo 
case, to say nothing of the competition 
on export and import traffic through 
Norfolk as compared with similar traffic 
through the Pennsylvania’s ports. 

Reading System. ; 

Reading Company. 

Céntral of New Jersey. 

Western Maryland. 

Lehigh & Hudson. 
Lackawanna System. 

Lackawanna. 

Lehigh Valley. 

Delaware & Hudson. 

~ New York, Ontario & Western. 

Lehigh & New England. ; 

Pittsburgh, Shawmut & Northern. 

Pittsburgh & Shawmut. 

These two proposed systems have 
points of similarity, so I shall describe 
them together. Like the Néw England 
systems, they would be quasi terminal 
systems operating in the congested 
eastern industrial district and designed 
to provide access to this district and the 
great north Atlantic ports freely and 
without favor to all connecting lines. 


The proposed Reading system would 
afford access to the.ports of New York, 
Philadelphia, and Baltimore, and 
through the present Lehigh & Hudson 
it would have direct conneciion with 
the New Haven system. At Hagerstown 
it would connect with the Norfolk & 
Western, thus affording the latter a 
splendid means of developing a north- 
and-south route competitive with that 
which passes through Potomac Yard, 
this route serving the three above-men- 
tioned northern ports, but reaching each 
of them without passing through either 
of the others and reaching the New 
England lines without passing through 
New-York. At Connellsville, near Pitts- 
burgh, it would connect with the New 
York Central and the Wabash system, 
which I -suggest below and it. could 
easily be made to connect with the pro- 
posed Erie system. At Newberry Junc- 
tion or Willtamsport it would connect 
with the New York Central and the 
Pennsylvania, thus affording the former 
an opportunity to develop the alterna- 
tive southern route to New York City 
of which it has had so much to say. 
It would not, of course, give the Néw 
York Central its own line into New 
York, but it would give it access by a 
friendly conneetion, in much the same 
way-as the Baltimore & Ohio has with 
great success reached New York and 
the Lehigh Valley has reached Phila- 
delphia...The Baltimore & Ohio is also 
projecting a route across Pennsylvania 
via Newberry Junction, and the pro- 
posed Reading system would in the 
event that this plan is carried out af- 
ford the Baltimore & Ohio, as well as 
the New York Central, free access to 
New York-City. As an alternative, one 
of these new routes might use the pro- 
posed Lackawanna system for its New 
York connection. 

It would be a part of the plan that the 
stock control which the New York Cen- 
tral and the Baltimore & Oh‘o now jointly 
exereise over the Reading should be dis- 
solved. This I believe could be done, if 
necessary, through a Clayton or Sherman 
Act proceeding. In any event, it could 
be made a condition precedent to the ab- 
sorption of either the Jersey Central or 
the Western Maryland or both by the 
Reading. , It would also be a part of 
the plan.that_the Baltimore & Ohio 
should be guaranteed for the future the 
same access to New York Harbor as it 
now enjoys and that the Lehigh Valley 
line of the proposed Lackawanna system 
should be protected by a similar guaran- 
tee in the case of its entrance into. Phila- 
delphia. I would further make it a con- 
dition of consolidation that if any other 
connecting road should in the future seek 
an operating arrangement like that of 
the Baltimore & Ohio or Lehigh Valley, 
we should have the right to require such 
an arrangement to be made on just and 
reasonable terms. We could then give 
the Wabash direct access to Baltimore 
over the line of the Western Maryland, 
if it seemed desirable, or give either the 
New York Central or the Baliimore & 
Ohio, or both, direct access to New York 
City over the line of the Jersey Central. 
Probably the Maryland & Pennsylvania 
should be included in the proposed Read- 
ing system. This is a little line which 
competes with the Pennsylvania between 
New York and Baltimore. It does not 
now connect with the Reading, but it 
would seem from the map that a connec- 
tion could be made without much diffi- 
culty which would result in a direct line 
from the anthracite fields to Baltimore. 

The proposed Lackawanna system 
would reach New York and Philadelphia 
and would also connect directly with both 
the Boston & Maine and the New Haven 
systems. At Buffalo, it would connect 
with lines of the proposed Wabash, Erie, 
and Chesapeake & Ohio systems and also 
with lines of the Canadian National, in- 
cluding the latter’s Chicago line. All of 
these systems would thus be given access 
by sa friendly connection with splendid 
facilities to New York, Philadelphia, and 
New England, as well as to many impor- 
tant interior cities in New York and 
Pennsylvania. The Lackawanna and the 
Lehigh Valley are, of course, paralle’ and 
competing lines, but I believe that they 
can be combined without important loss 
of competition, and with less such loss 
than would result if the Erie and Lacka- 
wanna were combined, as proposed ing 
the plan which has been adopted. 
Throvgh the Pittsburg, Shawmut & 
‘Northern and the Pittsburg & Shawmut 
the proposed Lackawanna system would 
have access to an important bituminous 








coal district and could, I believe, secure 
trackage ‘rights which would carry: it 
into Pittsburgh. Whether the New York, 
Ontario & Western should go to this 
system or be left with the New Haven 
is open to some question. If the New 
Haven desires to retain this road, there 
is, of course, nothing to prevent it from 
holding on. 

The same conditions with respect to 
possible traffic: arrangements with con- 
necting lines. should be attached to this 
merger: as are described above in con- 
nection with the proposed Reading sys- 
tem. In particular, it might be well to 
assure the Erie satisfactory access to the 
Albany gateway with the New England 
roads over what is now the Binghamton 
line of the Delaware & Hudson. 

It might be argued that the proposed 
Reading and Lackawanna systems would 
reduce competition from the anthracite 
region, and also that they would be too 
predominantly anthracite carriers. My 
belief is that adequate competition would 
remain, for the two systems would inter- 
lace in both the northern and southern 
anthracite districts, to say nothing of 
the competition from the Pennsylvania 
and the Erie. Furthermore, the anthra- 
cite industry now has plenty cf competi- 
tion irom other: fuels and needs «help. 
The combinatioh of the principal anthra- 
cite carriers into two systems would, it 
seems to me, permit many important op- 
erating economies in a coal region where 
railroad operation is exceedingiy compli- 
eated. Indeed, I would be willing to 
transfer to the préposed Lackawanna 
system the New York, Susquehanna & 
Western line of the Erie, which is a 
deficit-producing line, the burden of 
which could well be carried by the Lack- 
awanna system. 

As for the predominance of anthracite 
traitic, I have introduced bituminous orig- 
inating lines into both proposed systems. 
It is aso my view that railroad operation 
in the congested mining and manufactur- 
ing districts which these systems would 
serve is sufficiently difficult and compli- 
cated, so that there would be a distinct 
advantage in having a management in 
close contact with, and able to concen- 
trate upon, these problems. Finally, I 
think that such concentration of the an- 
thracite traffic would help instead of hin- 
der us in the regulation of anthracite 
rates. That is a problem which I believe 
we soon shall have to face. The an- 
thracite industry may be entitled under 
the Hoch-Smith resolution to a near ap- 
proach to ‘the “lowest possible lawful 
rates,” which would mean that we must 
have as accurate knowledge as posible of 
the cost of hauling this coal. It ought 
not in any event to be hauled below cost, 
and we would be better able to judge of 
that cost if the traffic were concentrated 
in the hands of comparatively small, 
compact, and financially strong systems. 
In addition, such concentration should 
lead to a reduction in the cost of trans- 
portation. 

Baltimore & Ohio System. 
Baltimore & Ohio. 
Buffalo, Rochester & Pittsburgh. 
Chicago & Alton. 

The Baltimore & Ohio now has a good 
system with excellent earning capacity. 
- The proposed Reading system would 
protect it in access to good and’ ade- 
quate terminals at New York’ harbor, 
and that is the thing in which it is 
mainly iriterested. Its main weakness 
is that it:-has few lines in the northern 

art’ of trunk-line -territory. I would 

improve this situation by giving it the 
Buffalo, Rochester & Pittsburgh, thus 
affording access to the important cities 
ef Buffalo and Rochester and‘to a’ cross- 
lake route into Canada. In this ‘con- 
nection I weuld also give it trackage 
rights over a portion of the Buffalo & 


TN general I concur in this plan for the 
consolidation of railroads because un- 
der the law a plan is required before 
any consolidations may lawfully be made. 
But we should not, in order to open the 
door to lawful consolidations, propose 
consolidations which are themselves ‘un- 
lawful, and that I think we have done; 
therefore I feel ‘the necessity of ex- 
pressing my. disagreement with certain 
principles of thé consolidation plan here 
proposed. 

The purpose of the consolidation provi- 
sions cannot be clearly understood with- 
out considering the conditions under 
which they were passed. For 26 months 
the ‘railroads had-been under Federal 
control and were about to be turned back. 
Ten of those months were war months, 
during which the railroads were inten- 
sively used. For about six months fol- 
lowing the war during the return of 
the troops they were also fairly busy. 
Then traffic fell off and both the rail- 
roads and the public became intensely 
concerned as to the future of the trans- 
portation system of the country. Due 
to increased operating expenses with- 
out a corresponding increase in rates, 
many railroads were bankrupt, or nearly 
so, when taken over by the Government. 
Rates had not been adjusted to fully 
meet increased costs and it was generally 
conceded that without substantial in- 
creases in rates private operation could 
not succeed. There was general appre- 
hension that the transportation system 
of the couritry would not be able to func- 
tion efficiently, if at all. Out of this came 
the consolidation = of the act. 
What followed? hen the roads were 
turned back this commission, under the 
authority” conferred bythe law, took 
ane to provide increased’ revenues: Re- 
lief was provided: in extreme “cases -by 
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‘Susquehanna, which I would allot to the 


Erie, so that the Baltimore & Ohio 
could, if it desired, develop its pro- 
posed line across Pennsylvania to a con- 
nection with the proposed Reading sys- 
tem. « The Monon ‘would fit in well with 
the. Baltimore & Ohio system, but on 
the whole I think it better to leave this 
road to the southern lines which now 
control it. They show a disposition to 
keép it in any event, and I believe that 
the Baltimore & Ohio will experience 
no ‘difficulty in making satisfactory op- 
erating arrangenients with it. Doubtless 
it could trade its present financial in- 
terest in the Cincinnati, New Orleans & 
Texas Pacific for such arrangements. 


‘The inclusion of the Chicago & Alton 


with this system may be open to ques- 
tion, but it would give the Baltimore & 
Ohio a-~good connection which it ap- 
parently needs. between St. Louis and 
Chicago, and would also extend the sys- 
tem to Kansas City. Such overlapping 
into another rate térritory is, I believe, 
desirable for the reasons already indi- 
cated. “However,-an equally good argu- 


- ment’ could be made for allotting the 


Alton to the Nickel Plate system. 


Erie System. 
Erie. 
Nickel Plate. 
Bessemer & Lake Erie. 
Buffalo & Susquehanna, 

The Erie and Nickel Plate are parallel 
and competing lines.. We could compel 
them to be separated.- However, I do 
not believe that this competition is of 
sufficient importance to warrant our do- 
ing this, and the Nickel Plate has lines 
which should be valuable feeders of the 
Erie and of which the latter is in need. 
But_it should be made a condition of our 
permitting the «inion, as I see it, that 
common control of the proposed Chesa- 
peake & Ohio and Erie systems should be 
completely eliminated. Probably we 
could force such separation in any event 
through the Clayton ‘Act. The Erie al- 
ready has access to Pittsburgh in con- 
nection with the Pittsburgh & Lake 
Erie, but acquisition of the Bessemer & 


Lake Erie and of the Buffalo & Sus- ~ 


quehanna would ‘strengthen its position 
in this important coal and iron district. 
The acquisition of the Buffalo & Sus- 
quehanna should be conditioned as I have 
above indicated in discussing the Balti- 
more & Ohio system. 

Whether or not the Erie could acquire 
the Bessemer & Lake Erie without our 
help is doubtful, but we could help it by 
a commodities clause -proceeding. Cer- 
tainly this important road shouid not re- 
main in possession of a single industry, 
the most important which it serves. In 
this connection, there are several termi- 


- nal lines in the Pittsburgh district of 


great strategic strength which ure iidus- 
trially controlled, the chief of tnese being 
the Union and the Montour. The com- 
mon earrier portions of these. roads 
should be pried loose from the industries 
and converted into a terminal property 
under joint control of the roads entering 


Pittsburgh, other than the Pennsylvania - 


and the New York Centrak The latter 
two roads could later be admitted to the 
joint control, upon condition that they 
open up their own extensive terniinals 
in the Pittsburgh district on a reciprocal 
switching basis. 


Wabash- System. 
Wabash. 
Wheeling & Lake Erie. 
Pittsburgh & West Virginia. 
Akron, Canton & Youngstown. 
Toledo, Peoria & Western. 
Minneapolis: & St. Louis: 

The Wabash is now-a strategically sit- 
uated property with an excellent earning 
capacity on the basis of valuation. It 

now reaches Buffalo, where my proposed 


*-road,- I am in doubt. 


Lackawanna system would give it good 
access to New York, Philadelphia and 
New England, and acquisition of the 
Wheeling-& Lake Erie and of the Pitts- 
burgh & West Virginia would bring it 


_into Connellsville, where it would con- 


nect with the suggested Reading system, 
with direct access to Baltimore as well as 
to the more northern ports. The Akron, 
Canton & Youngstown, the Toledo, Peoria 
& Western, the Wheeling & Lake Erie, 
and: the Pittsburgh & West Virginia, plus 
short additional construction or trackage 
rights, could be developed into a direct 
new line~- across central territory from 
the Mississippi River to Pittshurgh. With 
such a line through Peoria, it would seem. 
that the Minneapolis & St. Louis would 
give the Wabash valuable access to the 


“Twin Cities and other points in the north- 


western part of western trunk-line terri- 
tory.. The Minneapolis & St. Louis would 
also give the Wabash reasonably’ direct 
lines between the Twin Cities and St. 
Louis and Kansas City. However, I 
would also give the Illinois Central an 
opportunity to bid for the Minnéapolis 
& St. Louis. : 

Any. control of the Wabash system by 
the Pennsylvania should, of course, be 
completely eliminated. 


Chesapeake. & Ohio System. 
Chesapeake & Ohio. 
Pere Marquette. : 
My views as to the lines serving the 


southern coal fields are similar to those 
of Professor Ripley. I believe that these 


- lines should be independent systems, not 


affiliated with any lines. serving the 
northern coal fields and free. to inter- 
change traffic on equal terms with all 
of the east-and-west eastern systems. 
On the whole, I think it rather unfor- 
tunate that the Pere Marquette should 


_ have been turned over to the Chesapeake 


& Ohio, but this is water over the dam. 
My proposed. Lackawanna system would, 
however, give the Pere Marquette di- 
vision of the Chesapeake & Ohio system 
at Buffalo free*access to the northern 
Atlantic ports and their hinterland and 
to New England. The coal tonnage in 
the southern fields. promises to be so 
important to the Nation in the future 


_that in my judgment it should not be 


placed under the domination of two, or 
possibly three, great eastern systems. 
There are not enough lines to give all 
of the eastern systems direct access to 
the southern fields, and therefore the 
best disposition of the matter is to make 
these southern coal roads independent 
agencies free to interchange on equal 
terms with all. Such a disposition would 
also, I think, tend ‘to promote the de- 
velopment of the Hampton Roads ports. 
As aforesaid, common ‘control of the 
Chesapeake & Ohio and proposed Erie 
systems should be ended. 


Norfolk & Western System. 
Norfolk & Western. 
Seaboard Air Line. 

Norfolk Southern. 
Detroit, Toledo & Ironton. 

This system will be more particularly 
described under “Southern Territory” be- 
low. It is dependent, as I_have already 
indicated, upon prying the Norfolk & 
Western loose from the Pennsylvania. 

Virginian. 

As to what should be done with this 
At present my 
best thought is to leave it alone, but 
give it a physical connection with the 
Kanawha & Michigan: line of the New 
York Central. Possibly if such a -con- 
nection were made and the Chesapeake 
& Ohio were converted into an _ inde- 
pendent system, the Virginian could be 
made part of the Chesapeake & Ohio 
system without. detriment to the public 
interest. 


McMANAMY, Commissioner, concurring: 


funds appropriated for that purpose by - 


Congress. The railroads came through 
the readjustment period following the 
war in better shape than any other major 
industry and to-day they are in far better 
shape financially and physically than at 
any period in their history. The point I 
am leading up to in this brief reference 
to. conditions surrounding the birth of 
the consolidation provision is that I 
doubt if anyone will contend that under 
present conditions the consolidation pro- 
visions wotld have become a part of the 
law. Transportation conditions would 
not have justified it. 


What is the situation now? Never 
have the railroads collectively or. singly 
been in. as good condition physically and 
financially as they are at present. The 
weak lines, that is, those which actually 
need help, can be counted on thé fingers 
of one hand. Equipment is ample and 
our inspections show it. to be in better 
condition than ever before and improve- 
ments are going steadily forward. 
Safety devices are being installed at a 
rate never before even considered. Or- 
ders for new material and equipment 
are sufficient to cover anticipated needs. 
There has been no car: shortage for 
more than five years. Up to the time 
of the recent Wall Street debacle car- 
loadings were making new records al- 
most every week, not spectacular, but 
a steady increase. The grain crop, large 
as it was, moved in one month less time 
this year than last. Net ton-miles per 
mile of road per day, gross and net 
train-loads, gross ton-miles per train, 
hour, net ton-miles per. car day, cars 

r train, and other operating records 

y which efficiency is measured are ‘all 
better than ever before recorded. 

Service to the shippers has never be- 
fore been’so satisfactory. Car-miles per 


car day are the highest on record and 
a new record of average speed of freight 
trains has just been made. Dealers are 
said to be carrying smaller stocks than 
ever before because they can renew 
pihout delay. The principal complaint 
shippers now have is with respect to the 
level of the rates, and improved service 
is steadily robbing that complaint of 
its foree. In view of the conditions 
above described, the question naturally 
follows, How will public interest be pro- 
moted by the creation of such huge sys- 
tems as are here proposed? 


My conception of what Congress had 
in mind is, first, that short lines should 
be changed from independent separate 
lines of railroad into branches of trunk- 
line systems thereby providing neces- 
Sary equipment, facilities, and funds to 
assure continued operation of these very 
important and necessary parts of the 
transportation machine; second, that 
weak lines should be consolidated with 
stronger trunk lines thus assuring con- 
tinued life and usefulness for the weak 
lines; and, third, that the public should 
have the benefit of whatever increased 
efficiency and economy might’ result 
from single instead of multiple line 
hauls. Beyond this consolidations may 
profit those whose chief functions are 
to reorganize the corporations and mar- 
ket the securities, but certain it is that 
the public will not benefit thereby. 

The specific consolidation provisions 
are important. We- are first directed 
to— 
prepare and adopt a plan for the consolida- 
tion of railway properties of the conti- 
nental United States into a limited number 
of systems. ; 

I disagree with the thought, which to 
me is’ apparent in the ‘conclusions, that 
in directing the consolidation of rail- 


Southern Territory 


- I am in substantial accord with the 
plan which has been adopted, so far. as 
this territory-is concerned. The union 
of the Seaboard Air Line with the Nor- 
folk & Western I regard as highly de- 
sirable, but I would not join them. to th 
Wabash system. : 

By way of the Winston-Salem. South- 
bound, which it jointly controls with the 
Atlantic Coast-Line, the Norfolk & West- 
ern has a splendid connection with the 
Seaboard, and this would provide a-good 
north-and-south line all the way from 
Hagerstown to Atlanta and also to 
Charleston, Savannah: and Fiorida, with 
an equally good connection on the north 
with the proposed Reading system. The 
Seaboard and the Norfolk & Western 
would also make a good route from the 
southern coastal plains via Cincinnati to 
Central territory, and the addition of the 
Detroit, Toledo & Ironton would provide 
connections -with all of the trunk lines. 
There is another connection between the 
Norfolk & Western and the Seaboard. at 
Durham, and of.course one at Norfolk. 
Union between the two roads would have 
the further advantage that it would give 
the Seaboard a good coal supply. The 
proposed: Southern,.Coast Line, and Ili- 
nois Central systems are all well sup- 
plied with ‘coal. mines located in good 
regions, but not so the Seaboard. It 
would also give the Norfolk & Western 
an advantageous outlet for its coal in 
southern " territory. The consolidated 
system would be quite powerful enough 
to carry the weak Norfolk Southern. 


Western Territory 


In the ease of western territory, I am 
in substantial accord with the plan which 
has been adopted with certain exceptions, 
The most important ‘of these is the pro- 
posed union of the Northern Pacific and 
the Great Northern, and the’ proposed 
divorce of both from the Burlington. Ido 
not approve of uniting the two parallel 
and strongly competitive northern lines, 
but on the other hand I regard the divorce 
of the Burlington as an impracticable 
and undesirable undertaking. The sit- 
uation is satisfactory as it now stands. 
Because of the competition of the north- 


.ern lines, which are- joint and equal 


partners in the control of the Burlington, 
it has the effect of making that road 
practically an independent system, so far 
as Management is concerned. Yet the 
advantages of direct intercourse between 
each of the northern lines and the Bur- 
lington, which is naturally tributary to 
both, are preserved. . 

Partly because of this belief that no 
attempt should be made to divorce the 
Burlington from the two northern lines, 
I would not join the Missouri-Kansas- 
Texas to the Burlington system. Nor 
would I join the Kansas City Southern 
to the Union Pacific. These two south- 
western lines could with advantage be 
united with each other and the Chicago 
Great Western into an independent sys- 
tem. This would afford direct connec- 
tion all "the way from the Twin Cities 
to the Gulf, and would also supply all 
east-and-west systems which it would 
cross with an independent but friendly 
outlet to. the Texas ports. 

I am inclined to think, also, that it 
might be te the advantage of the West- 
ern Pacific and the Denver & Rio Grande 
Western to be combined as a system in- 
dependent of the Missouri Pacific, af- 
fording all of the lines which reach Den- 
ver from the East an outlet to the Pacific 
Coast in competition with the Union 
Pacific. The use of the Moffatt tunnel 
will enable this route to compte on bet- 
ter terms with that of the Union Pacific. 


roads into a “limited number .of sys- 
tems” Congress meant the “smallest” 
number of systems consistent with the 
other requirements of the act. Funk 
& Wagnall’s dictionary defines “limited” 
‘as “confined te certain limits.” It fur- 
ther states* “limited is often faultily 
used for small, scant, slight, and other 
words of like meaning.” Nowhere does 
the act indicate, and ve have no right 
to assume, that the word was faultily 
used by Congress. On the contrary, 
there is every reason to believe that it 
was correctly used. There is therefore 
nothing in the act which requires us to 
consolidate parallel and competing lines 
in order to reduce the number of sys- 


tems. In fact that is specifically for- 
bidden. ‘ 

I believe that the mandate of Con- 
gress that— 


in the division of such railways into such 
systems under such plan, competition shall 
be preserved as fully as possible and where- 
ever practicable the existing routes and 
channels of trade and commerce shall be 
maintained— 

is controlling, and that all other provi- 
sions relating to consolidation were in- 
tended to and should be subordinate 
thereto. For the above reason I do not 
believe that parallel and competing lines 
may lawfully be consolidated. By com- 
peting lines I mean lines which in gen- 
eral serve the same producing points, 
or ports, and the same markets. A con- 
spicuous instance of this is the Great 
Northern and the Northern Pacific which 
are to be consolidated under this plan. 
These lines extend from the Twin Cities 
and from Lake Superior ports on the east 
to Puget Sound ports on the west. ae 
parallel each other for their entire lengt 

of more ‘than’ 1,800 miles. They serve 
jointly the same ports,’ the same graim 











fields, the same an, the same forests, 
and such im: cities. 


as Spokane, Wash., Butte, Helena, and 
ings, Mont., Farge and Grand Forks, 
N. Dak., and a multitude of smaller com- 
munities at all of which each railroad is, 
as both have testified, the ether’s most 
active competiter, Other 
the Erie and the Nickel Pilate 
a and com with each other 
Chieage to alo, and the Dela- 
ware, Lackawanna & Western and the 
Erie which parallel and compete with 
each other in the territory east of Buf- 
falo. None of these are weak lines and 
no reason exists for their consolidation 
except to create bigger systems. 


Maintaining existing reutes and chan- * 


nels of trade is the second major require 
ment. Any consolidation necessarily, te 


a certain extent, closes some routes but 


FrRoM my view it is clear that the re- 


quirements of Congress, as expressed 
in the act, that— — 

The Commission shall as soon as prac- 
ticable prepare and adopt a plan for the 
consolidation of the railway preperties of 
the continental United States into a lim- 
ited number of systems * * *. (Sec. 5, 
par. 4.) 

When the Commission has agreed upon 
a tentative plan, it shalt give the same pub- 
licity and upon reasonable notice, * * * 
shall hear all persons who may file or pre- 
sent objections therete. * * * After the 
hearings are at an end, the Commission 
shall adopt a pian for such consolidation 
and publish the same, * * * (Sec. 5, par. 5.) 
were of such a mandatory character that 
compliance therewith could. be neither 
avoided nor indefinitely delayed. 


I am equally certain that the instruc- 
tions given to the commission for its 
guidance in the preparation and adoption 
of a plan for the consolidation of the rail- 
‘way properties into a limited number of 
systems, that— 
competition shall be preserved as fully as 
possible and wherever practicable the exist- 
ing routes and channels of trade and com- 
merce shall be maintained. * * * (See. 5, 
par. 4.) 
were not idle words, but were intended to 
mean, in their full import, exactly what 
their terms implied. 


Also, that the directions te the com- 
mission that— 
Subject to the foregoing requirements, the 
several systems shall be so arranged that 
the cost of transportation as between com- 
petitive systems and as related te the values 
of the properties through which the service 
is rendered shall be the same, so far as 
practicable, se that these systems can em- 
ploy uniform rates in the movement of com- 
petitive traffic and under efficient manare- 
ment earn substantially the same rates of 
return upon the value of their respective 
railway properties. (Sec. 5, par. 4.) 
while secondary te the prime directions 


CONGRESS has declared a policy for 
the Nation im respect te the consoli- 
dation of railroads, and has issued an 
edict as to the manner in which it shall 
be carried out. U.S. Code Title 49, Sec. 
5. Irrespective of what I may think as 
to the wisdom of this icy and the 
method of its execution, I conceive it to 
be my duty, te execute in letter and in 
spirit, the mandate as promulgated. 
In any consideration of this subject, 
it is well to have clearly in mind the few 
principles that have been laid down. 


The first requirement is that we shall 
prepare and adopt a plan for the con- 
solidation of the railway preperties “into 
a limited number of systems.” . 

Second, that in the division inte such 
systems “competition shall be preserved 
as fully as possible.” ‘ 

Third, “wherever practicable, the ex- 
isting routes and channels of trade and 
eommerce shal! be maintained.” 

Fourth, and the most important, the 
several systems “shall be so arranged 
that the cost of transportation as be- 
tween competitive systems and as re- 
lated to the values of the properties.* * * 
shall be the same, so far as practicable, 
so that these systems can employ uni- 
form rates in the mevement of competi- 
tive traffic and under efficient manage- 
ment, earn substantially the same rate of 
return.” 

The foregoing principles are clear, ex- 
plicit and easy of comprehension. They 
constitute the fundamental basis upon 
which all consolidations are to be built. 
A consideration of them and their ap- 

lication as made by the majority in 

ew England, Official Territory, and in 
one instance in the West, impels me to 
dissent in these particulars. 


New England 


In complying with the foregoing re- 
quirement of the law, that the railroads 
be consolidated into a “limited number cf 
systems,” we have, in the great empire 
stretching 2,000 miles from the Missis- 
sippi to the Pacific and 1,500 miles from 
Canada to the Rio Grande, designated 10 
systems ranging from 7,000 to 17,000 
miles of railroad. In official territory, 
reaching from the Mississippi to the 
Hudson and from the Great Lakes to the 
Ohio, and embraeitig that part of the 
United States, which affords the greatest 
volume of traffic of any region, we have 
created five systems, of from 7,000 to 
12,000 miles of railroad. In the South, 
including the territory from the Ohio to 
the Gulf and from the Mississippi to the 
Atlantic, we have created three systems, 


fairly comparable in size with those in . 


the other parts of the country. But 
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some of the consolidations here proposed 
will close innumerable routes. The law 
each carrier the right to the long 
For many years this has been con- 
strued as applying only to traffic in pos. 
session of a carrier. The Supreme Court 
in the Subiaco Case, 278 U. S. 269, broad- 
ens this construction and makes it apply 
te all routes which short haul a carrier. 
Under this construction some of the con- 
solidations here proposed will result in 
the circuitous hauling of traffic to an ex- 
tent that will probably offset all of the 
benefits which might otherwise result. 


The act also provides that— 


systems shall be so arranged that the cost 
of transportation es between competitive 
systems and as related to the values of the 
properties through which the service is 
rendered shall be the same, se far as prac- 
ticable, so that these systzms can employ 
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uniform rates in the movement of competi- 
tive traffic and under efficient management 
earn substantially the same rate of return 
upon the value of their respective railway 
properties, . 

I do not understand that this provision 


of the act means that the systems. must 
be equal with respect to either mileage 
or value. The requirement that the 
systems should be able under uniform 
rates to earn substantially the same 
rate of return indicates that Congress 
was primarily interested in the net 
rather than the gross earnings of the 
properties. This is further proven by the 
inclusion of “efficient management” in 
the provision relating to the rate of re- 
turn. No other single factor will do as 
much to promote public welfare as in- 
tensive efficient management, close 


~ _ "'FAYLOR, Commissioner, concurring in part: 


as to the preservation of competition 
and of the existing routes and channels 
of trade and commerce, were meant to 
guide the commission in formulating the 
plan which it was instructed to adopt. 
It is clear that it was the purpose of 
Congress to provide an adequate system 
of rail transportation for the entire 
country. With this purpose in view, I 
do not believe that Congress, in impos- 
ing this tremendous duty upon the com- 
mission, intended it to be merely an idle 
gesture, to become effective only upon 
the voluntary action of the carriers, i. 
eause the law provides that even after 
the adoption of the plan: 

It (the commission) may at any time 
thereafter, upon its own motion or upon 
application, reopen the subject for such 
changes or modifications as in its judgment 
will promote the public interest. 

Thus the commission is authorized to 
change or modify the plan if, in its judg- 
ment, that is desirable. 

Whether the commission has been 
given the power by order to require such 
groupings or consolidations as it may 
find to be in the publie interest, I believe 
that question is answered in the affirma- 
tive by the following language found in 
paragraph (8) of section 5 of the act: 

The carriers affected by any order made 
under the foregoing provisions of this sec- 
tion and any corporation organized to effect 
a consolidation approved and authorized in 
such order shall be, and they are hereby, 
relieved from the operation of the “anti- 
trust laws,” as designated in section 1 of 
the Act entitled. “An Act to supplement 
existing laws against unlawful restraints 
and monopolies, and for ether purposes,” 
approved October 15, 1914, and of all other 
restraints or prohibitions by law; State or 
Federal, in so far as may be necessary to 
enable them to do anything authorized or 
required by any order made under and pur- 
suant to the foregoing provisions of this 
section. 

This provision, which, in effect, gives 
the commission the power to render in- 


operative State and Federal laws, was to 
enable the railroads— 

to do anything authorized or required by 
any order made under and pursuant to the 
foregoing provisions of this section. 

_. This certainly was intended, as I view 
it, to empower the commission to make 
effective its order as to any grouping or 
consolidation which it might authorize 
or require. 

It has been demonstrated that the 
extraordinary and comprehensive power 
which renders inoperative certain State 
and Federal laws is sufficient to enable 
this commission in effect to annul a 
decision of the Supreme Court of-the 
United States. Control of Central Pa- 
cific by Southern Pacific, 76 I. C. C. 508. 

In addition, Section 15 a, par. (2), 
provides: 

In the exercise of its power to prescribe 
just and reasenable rates the commission 
shall initiate, modify, establish, or adjust 
such rates so that carriers as a whole (or 
as a whele in each of such rate groups or 
territories as the commission may from time 
to time designate) will, under honest, effi- 
cient, and economical management and rea- 
sonable expenditures for maintenance of 
way, structures, and equipment, earn an ag- 
gregate annual net railway operating in- 
come equal, as nearly as may be, to a fair 
return upon the aggregate Value of the rail- 
way property of such carriers held for and 
used in the service of transportation. 

With such pewers vested in the Inter- 
state Commerce Commission, can any- 
one successfully argue that they may 
be used only for the purpose of author- 
izing a consolidation which has been 
voluntarily agreed upon by the carriers, 
or to prevent a conselidation which the 
Commission disapproves, but not for the 
purpose of requiring a consolidation 
which the Commission may determine 
to be in the public interest and neces- 
sary to the preservation of competition 
and the maintenance of existing chan- 
nels of trade and commerce? Such an 


PORTER, Commissioner, concurring in part: 


when it comes to New England, far 
smaller than any one of the three grand 
divisions of-the country here referred to, 
we have created five separate systems 
ranging from 400 te 4,500 miles. This 
is not, in my judgment, viewed in the 
light of what we have done in other parts 
of the country, a compliance with the 
very first requirement of the law—that 
the railroads be consolidated into a 
limited number of systems. 


We have many times recognized the pe- 
culiar transportation difficulties of the 
New England lines. The New England 
Investigation 27 I. C. C. 560; Financial 
Investigation of New York, New Haven 
& Hartford R. R. Co., 31 I. C. C. 32; Pro- 
posed Increases in New England, 49 I. 
C. C. 421; Ex Parte 74, 58, I. C. C. 220; 
New England Divisions 66, I. C. C. 196. 
In New England Divisions supra at page 
199 we said: 

They “perform their part of the inter- 
change service under less favorable condi- 
tions than their connections west of the 
Hudson River. They are terminal lines; 
their hauls are short; their traffic splits 
at frequent junction points and is diffused 
over many secondary and branch liges; 
their train loads are necessarily relatively 
light; the density of their frejght traffic is 
relatively low; and while their investment 
per mile of road is low, their investment 
per revenue ton mile is relatively high. 
Moreover, no coal mines are located on their 
rails, and fuel and many other supplies 
must be brought from considerable dis- 
tances.” 

The New England railroads with all 
these and many other difficulties have a 
mutuality of interest. ‘Their interests 
are closely interwoven with one .another 
by historical, financial, commercial, and 
geographical considerations. We should 
spare no effort to place them in a posi- 
tion where they may be aided in over- 
coming their difficulties and in main- 
taining_an adequate system of transpor- 
tation to serve the public in their sec- 
tion. 


I am convinced that this can best be 
accomplished by the unification of all the 
rail lines of New England into a single 
comprehensive system. This, in the past. 
seems to have met with the approval of 
a majority of the members of a com- 
mittee appointed by the governors of 
the six States. It was advocated at the 
hearings, and is now advocated, by lead- 
ing railway executives experienced in 
the management of railroad properties, 
and was favorably commented upon by 
Professor Ripley in his very learned 
treatise of the situation, appearing in 63 
I..C. C., pages 517 to 525. 


The group plan therein discussed by 
Professor Ripley omitted from the group 


the Bosten & Albany and the Grand 
Trunk Lines, but every argument ad- 
vanced by him applies with al force 
to a complete New England system. 
Among the reasons mentioned were the 
following: The preservation of the exist- 
ing freedom ef interchange with con- 
nections from every part of the country; 
the continued benefit to New England of 
the rivalry of the carriers*trom the West 
and South in the exchange traffie at the 
different gateways; the advantage of a 
consolidated power im dealing with the 
trunk lines as to divisions of through 
rates; the preservation of entirely open 
connections by sea; and the aid provided 
by such a vlan in solving the important 
problem of a constant supply of fuel at 
reasonable rates throughout the entire 
territory. 


In the past, every trunk line has had 
access eauallv with every other trunk line 
to the New Eneland gateways. By the 
eight rateways the railways of the South 
and West have had free access, and all of 
New Fngland have, in consequence, en- 
joyed the rivalry of these different car- 
riers in the disposal of their products. 
This would be assured for the future by 
a'sinele system in. New England. inter- 
ested alike at all the gateways. The di- 
visions of throuch rates accorded to the 
New England lines has been befere this 
Commission on numerous occasions. 


« Scarcely anything can be imagined which 


will contribute more to bring about and 
maintain a fair and just division of 


_through rates, than the knowledee on the 


vart of the trunk lines of the power 
lodged in a sinele carrier controlling all 
the traffic of New England and able to 
divert it through. any of its several gate- 
ways. No other portion of our country 
is so vitally interested in the preserva- 
tion of entirely open connections by sea, 
particularly as concerns the eoastwise 
situation, owing to the large proportion 


- of its ponulation that lives within a com- 


paratively short distance of the seacoast. 
The maintenance of a just relationship 
of rates—al] rail rates to the West or 
South, and rates by rail East out to tide, 
then on by water—which keep open the 
coastwise routes, is a matter of deep con- 
cern to entire New England. A system 
of railwavs interested particularly in the 
Port of Boston could do much to aid in 
its prosperity. 


The principal objection that seems to 
be urged to a single system for New 
England is that it fails to comply with 
the second requirement of the statute, 
heretofore mentioned, that competition 
shall be preserved as fully as possible. 
It will be observed that the statute does 
not require the creation or development 


enough to the public to understand the 
needs of the shippers in the territory 


served and to be readily reached to ad- 
just complaints and to give intelligent 
and sympathetic consideration to sugges- 
tions for the betterment of the service, 
and close enough to the employees to 
have intimate knowledge of their work- 
ing conditions and to command their re- 
spect and insure their hearty coopera- 
tion. It will be extremely difficult, if not 
impossible, to extend such management 
over some of the systems which we here 
propose. ’ 

I go along with this plan, therefore, 
iy because it will cut the Gordian knot 
a permit helpful consolidations and 
not because I expect economy and effi- 
cie of operation to be promoted by 
the gigantic systems here proposed. 


assumption is contrary to the rule of 
reason. 

° As the proposed plan is a long step 
in the direction of complying with the 
mandate of Congress, although it con- 
tains groupings which, no doubt, will 
be rearranged upon further considera- 
tion, I approve of it !n the main. I 
disagree with the conclusions in so far 
as approval is given to the consolidation 
of the Northern Pacific and the Great 
Northern. Consolidation of these two 
properties was attempted in 1893, in 
1896, and in 1901: The Supreme Court 
ef the United States determined that 
they were competitive lines; that by 
their_consolidation competition would be 
destroyed; and that the consolidation 
was therefore contrary to law. Among 
many reasons set up by the Court for 
declining to approve of this consolida- 
tion, it said: 

The consolidation of these two great cor- 
porations. will unavoidably result in giving 
to the defendant a monopoly of all traffic 
in the northern half of the State of Min- 
nesota, as well as of all transcontinental 
traffic north of the line of the Union Pacific, 
against which public regulations will be but 
a feeble protection.. (Pearsall v. Great 
Northern Railway, 161 U. S. 646.) 

In the light of this conclusion of the 
Supreme Court, and the facts before us, 
I do not believe that the consolidation 
of the Northern Pacific and the Great 
Northern will be in the publie interest, 
nor that the requirements of law that 
competition shall be preserved as fully 
as possible and that the existing routes 
and channels of trade and commerce 
shall be maintained have been met. Un- 
til these facts are definitely established, 
and in my view they have not been, the 
commission’s power to, in effect, suspend 
the operation of the anti-trust laws, 
which the Supreme Court has found 
would be violated by this consolidation, 
has not fully matured. 


of competition where little, if any, has 
existed. It requires only the preserva- 
tion of existing competition, where pos- 
sible. Congress recognized that in the 
process of consolidation, competition ex- 
isting between the units hreught together 
to form the larger system would be oblit- 
erated, but that so far as possible com- 
petition should be preserved between the 
resulting larger systems. The record 
demonstrates quite clearly that there is 
very little competition within New Eng- 
land at present between the various lines. 
The competition between the two princi- 

1 systems, the New Haven and the 
Boston & Maine, within New England 
is not -worth considering. Direct rail 
competition within the territory is lim- 
ited- to comparatively few points, and, 
since two-thirds of its freight tonnage 
is Interchange business at the regional 
frontiers, competition in railroad service 
for New England depends more on its 
relation to the outside trunk lines than 
on the existence of separate New Eng- 
land carriers. Then, too, in considering 
the question of competition, it should be 
borne in mind that the recent rapid de- 
velopment of truck service is an ever 
present power constantly exefting itself, 
which precludes the possibility of the 
presence of those difficulties and abuses 
that usually accompany a monopolistic 
situation. 


At the hearings all agreed that there 
were opportunities for economies in op- 
erating the 8,000 miles of New England 
road as a unit. All agreed further that 
the real competition of New England 
business arises at the Hudson River and 
Canadian gateways. It is this competi- 
tion which New England is zealous to 
preserve. 

A eomplete New England consolidation 
presents no operating difficulties of mag- 
nitude since its road mileage would be 
only about 8,000 miles and its geography 
would be most compact. The executives 
in charge of such a system located at 
some central point such as Boston, could 
\xeach any part of it in a comparatively 
few hours. They could maintain close 
contact with their principal employees 
and the gable, this contact being essen- 
tial to efficient management and service. 
These reasons and many others that 
might be mentioned, compel me to favor 
a sonaaes New England system embrac- 
ing all the rail mileage within its limits; 
a@ system owned and managed by New 
England, and for New England. Below 
are shown the lines comprising such a 
system, together with the mileage in- 
volved, the valuation as of December 31, 
1928, the rail operating revenues, the 
net rail operating income, and the rate 
of return, 
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. New. England System, December 31, 1928 


New York, New Haven & Hartford. 
Bangor.& Aroostook 


Atlantic & St. Lawrence 
Central Vermont. ... 

Rutland 

Boston & Maine. 

Boston & Albany ?_._.... 
Lehigh & Hudson River. 
Lehigh & New England... 
New York Connecting... 
Wilkes-Barre Connecting- 
Belfast & Moosehead Lake. .- 
Sandy River & Rangely Lakes 
Barre & Chelsea 

Clarendon & Pittsford 
Montpelier & Wells River. 

St. Johnsbury & Lake Champlain... 
Bridgton & Saco Ri 

Kennebec Central... 

Knox R. R. Co.... 

Lewiston & Auburn 


Hoosac Tunnel & Wilmington... 
White River R. R. Co. 
Woodstock Ry. Co 

‘Vermont & Province Line_. 
Moshassuck Valley R. R. Co. 


1 Denotes red. 
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2 Lessor company; included in New York Central. 


3 Represents book value. 


One other feature of the majority’s 
treatment of the properties i. the New 
England region that seems of serious 
consequence is the allocation of the Dela- 
ware and Hudson to the same system as 

’ the Boston and Maine and other New 
England carriers. The great object which 
the New England shippers have always 

- sought to obtain is freedom to route their 
traffic via any of the numerous gateways 
to the north and west of the New Eng- 
land region. Thus those served by the 
Boston and Maine can route their traffic 


via the Canadian gateways or reach the - 


trunk lines west of the Hudson river by 
means of the connection between the Bos- 
ton and Maine and Delaware and Hudson 
- at Mechanicville and with the New York 
Central at Rotterdam Junction. On ac- 
count of the divisions the attitude of the 
Boston and Maine, for instance, would be 
more or less neutral as to whether the 
traffic was delivered to the New York 
Central or to the Delaware and Hudson. 
Inclusien of the Delaware and Hudson in 
the same system as the Boston and Maine 
would seem to at once’ raise a conflict 
of interest between the enlarged system 
and its shippers because obviously the 
system would insist on the long haul 
which would embrace substantially the 
entire length of the Delaware and Hud- 
son, thus eliminating to a large extent 
the very important connection with the 
New York Central system at Rotterdam 
Junction, and to a lesser extent the in- 
terchange with the Canadian lines at 
northern New England junctions except 
where the routing via those junctions 
may be influenced by differential rates. 
The interchange of the Boston and Maine 
with the New York Central system at 
Retterdam Junction ameunts to several 
hundred thousand cars yearly and is as 
fully important as is the Boston and 
Maine’s interchange with the Delaware 
and Hudson at Mechanicville. It seems 
to me that the greatest freedom in com- 
petition would be obtained by including 
the Deleware and Hudson in a system 
west of the Hudson River, or by having 
it controlled in the jaint interest of all 
the systems west of the river. 


Official Territory 
In Official Territory, “it is a condition 
and not a theory that confronts us.” 
There is in this region one paramount 


carrier. It advertises to the world, free 
from contradiction, that it carries more 
passengers and more tons of freight than 
any railroad in America. I refer to the 
Pennsylvania System. There is in the 
same territory a very close second to the 
Pennsylvania System, so close that many 
regard it as fairly equal in every way. 
I refer to the New York Central System. 
These two great, aggressive, and power- 
ful transportation machines, each effi- 
ciently and honestly managed, are ac- 
tively competing one with the other, and 
striving to serve the public with zeal 
and fidelity. There are approximately 
58,000: miles of railroad in Official Terri- 
tory, nearly one-half of which are owned 
or controlled by these companies. They 
control an. even greater proportion of 
the desirable mileage. We can not as- 
sume,.in dealing with this territory, as 
we can in the South or West, that more 
mileage may be constructed in the near 
future for a much more static condition 
exists. 


I realize that it is said that mileage 
and competitive strength are not syn- 
enymous; that there are comparatively 
short lines which in net earnings and in 
operating ratios make a better showing 
than some of the larger systems. Yet I 
wonder, for instance, what would happen 
te the Delaware, Lackawanna & West- 
ern, one of the comparatively short and 
strong lines, if all of its neighbors and 
particularly those upon which it depends 
for receiving traffic from the West were 
permitted to combine into. single systems 
.with through lines from the Middle West 
to the Atlantic seaboard. .I can well 
imagine those in charge of that property 
would at once claim that if all of their 
neighbors and principal traffie feeders 


be permitted to combine, they, too, would 
want to be affiliated with some system 
equal in strength to their neighbors. It 
must be conceded, however, that if the 
policy of consolidation is to prevail as 
outlined by Congress, in order for any 
one system to have strength comparable 
with another, it must have sufficient mile- 
age to reach as many of the principal 
sources of traffic as possible, and have 
sufficient mileage to deliver that traffic 
at important places of ultimate destina- 
tion. 

Aside from the matter of mileage, the 
present predominant strength of the two 
systems above mentioned is clearly in- 
dicated by other facts. The gross reve- 
nues for the first six months of 1929 of 
the two systems were more than $20,000,- 
000 in excess of that of all other eastern 
roads, and their net railway operating in- 
come was $2,000,000 more for the same 
period. The Pennsylvania and the New 
York Central systems earned last year 
(1928), 52.6 per cent.of the revenues of 
all Class I railroads in Eastern Territory, 
excluding the Pocahontas Lines and all 
the New England roads, except the Bos- 
ton & Albany. Whatever additional sys- 
tems might be set up in this territory 
would thus have only 47.4 per cent of the 
revenues remaining to be divided among 
them. Including the Pocahontas Lines, 
the Pennsylvania and the New York Cen- 
tral have 47.8 per cent of the revenues. 
If the Norfolk & Western be added to 
the Pennsylvania and nothing to the New 
York Central, the two systems would 
have 51.7 pér cent of the total, including 
the Pocahontas Lines. The strategic lo- 
cation and desirability of the lines of 
these two major systems are indicated 
by the fact that their percentage of 
either the total gross or net operating 
incomes as compared with the total gross 
or net incomes of all other Official Ter- 
ritory roads, is nearly 10 per cent greater 
than their percentage of the total miles 
of road in Official Territory. Tests other 
than mileage and revenue will show 
practically similar relationships of the 
foregoing systems to the entire official 
territory group of carriers. 

As has been indicated, there are in 
this district, outside of the lines owned 
by the two major systems described, ap- 
proximately 33,000 miles of railroad. 
This mileage is divided among approxi- 
mately 25 fairly important lines. Of 
these lines, if the so-called Chesapeake 
-& Ohio-Nickel Plate Lines are entitled 
in any sense to be regarded as a sys- 
tem, they, and the Baltimore & Ohio 
Railroad, are the two most important 
existing systems. 

What has been said briefly but cor- 
rectly portrays the existing railway sit- 
uation in this section of the country. 
The problem confronting us is, how 
shall these actualities be met in deter- 
mining upon a plan of consolidation in 
this territory, in conformity with the 
clear mandate of Congress? ; 

It should be stated at the very outset 
that at the time of the passage-of the 
law providing for consolidation of the 
railroads, there were in existence a num- 
ber of large railway systems. There 
was no indication given in the law that 
it was the desire of Congress that unifi- 
cation of the roads be brought about 
by the dismemberment of any of these 
large systems. It would seem apparent, 
on the other hand, that consolidation be 
consummated by a unification of those 
lines not already members ‘of a domi- 
nant system so that the new or strength- 
ened systems would be fairly compara- 
ble in competitive strength and earning 
power with each other and with the 
larger systems. 

Upon the face of the situation, is it 
not manifest that the real solution is 
to bring together the railways in this 
territory, outside of the two prominent 
systems, in such a manner that the re- 
sulting systems will be as nearly equal 
as possible to the existing two. major 
systems? It would appear possible of 
almost mathematical. demonstration that 
the greater the number of systems cre- 
ated from the 33,000 miles of road— 
and much of it less desirable mileage— 
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the relatively weaker will be the indi- 
vidual units thus created. “ 

The majority propose to -meet this 
problem by the creation of three systems 
in addition to the Pennsylvania and the 
New York Central. They would add 
some to the strength of the Baltimore & 
Ohio System, and both add to and take 
from the Chesapeake & Ohio-Nickel 
Plate System. At the same time, they 
would attempt to set up a comparatively 
new third system, commonly referred 
to as the Wabash. 

A preliminary glance at the new third 
system is rather significant. The ma- 
jority would start it on the bank of the 
Missouri River at Kansas_ City and 
Omaha, then by way. of the Wabash, 
through St. Louis to Chicago, Detroit, 
Toledo, and Buffalo, and then on the 
one hand by the Lehigh Valley Railroad, 
and ‘on the other by the Wheeling & 
Lake Erie, Pittsburgh & West Virginia 
and the Western Maryland, to the At- 
lantic seaboard. They would also pro- 
ceed from Chicago by way of the Chesa- 
peake & Ohio of Indiana and the Nor- 
folk & Western to a third port on the 
Atlantic. Then continuing southward 
along the Atlantic Ocean and the Gulf 
coast by means of the Seaboard Air Line 
they would bring their fifth system to 
the cities of Montgomery and Birming- 
ham, Ala. I do not quite understand 
why, in their spirit of generosity, they 
did not add to this the line of the Frisco 
from Birmingham to Kansas City, and 
thus create a system which would com- 
pletely encircle the entire eastern half of 
the United States. The very geograph- 
ical extent and cheracter of the pro- 
posed system is sufficient to demonstrate 
its impracticability. : 

A more important consideration of the 
proposed fifth system in the East is its 
constituent elements. It would be, in 
truth and in fact, a second Pennsyl- 
vania system. It is a matter of common 
knowledge that, the Pennsylvania di- 
rectly and indirectly owns or controls 
a majority of the capital stock of the 
Wabash, the constituent parent company 
of the proposed system. It is likewise 
generally known that the Pennsylvania 
owns a substantial, if not a controlling 
interest in the Lehigh Valley Railroad. 
It is also known that the Pennsylvania 
owns and controls the major portion of 
the capital stock of the Norfolk & West- 
ern, a road absolutely necessary to the 
fifth system, by reason of its strong 
financial postion. The Pennsylvania has 
declared that it will not part with its 
ownership or control of these important 
and necessary elements of the proposed 
system until they are compelled, if ever, 
anywhere short: of the last legal ditch. 
Even if litigation now pending, together 
with the additional litigation necessary 
before this system can be formed, were 
finally successful, it will be many years 
before the roads forming the nucleus 
of this system can be unified. This un- 
necessarily further complicates and post- 
pones for years the final settlement of 
the situation as concerns this territory. 
From what has been said in reference 
to the present strength of the New York 
Central and Pennsylvania systems, and 
with the latter system still further 
strengthened by the additional system 
here proposed to be set up, so that that 
system will have two out of the five, it 
will inevitably result in a further weak- 
ening of any remaining lines. Evidently, 
the majority are strong believers in the 
biblical suggestion “For whosoever hath, 
to him shall be given, and he shall have 
more abundance; but whosoever hath not 
shall be taken away even that he hath.” 

The systems. we are_ primarily con- 
cerned with here are what are termed 
or generally spoken of as official terri- 
tory systems. The majority propose 
systems almost wholly within this 
region, other than the new. Wabash sys- 
tem, varying. in mileage from approxi- 
mately 10,000 to 12,000 miles. The pro- 
posed Wabash system would have less 
than 6,000 miles of road in official terri- 
tory. If we add to that the 2,000 miles 
of the Norfolk & Western, as included 
in this region, it then makes a system 
of less than 8,000 miles as compared 
with the others of far greater mileage. 
By adding the Seaboard Air Line, which 
operates in a territory wholly foreign to 
the one in which the other systems 
would be operating, we have a system 
of approximately 11,500 miles. 

The operating revenues of the Penn- 
sylvania system are $704,000,000 or 
$61,286 per mile of road, and of the 
present New York Central system, $610,- 
000,000 or $50,195 per mile of road. The 
present operating revenues: of the lines 
forming the proposed Wabash system 
in official territory are $208,000,000 or 
$32,050 per mile of road. If we add to 
this the Norfolk & Western, it would 
increase the total to $315,000,000 and 
$35,948 per mile of road, but still much 
less in comparison than that of the 
Pennsylvania or the New York Central 
systems. The Seaboard added to these 
would make $372,000,000 or $28,103 per 
mile of road. It takes about five miles 
of the Seaboard to earn as much as one 
mile of the Pennsylvania. Of the major 
lines comprising the majority’s. proposed 
fifth system, the Wabash and the Lehigh 
Valley earn $143.000.000 or nearly 69 
per cent of the total. After all, it seems 
quite. obvious that so far as official ter- 
ritory particularly is concerned, this 
proposed system would prove at best to 
be severely handicapped in its efforts to 
thrive under all conditions and circum- 
stances upon the same level of rates as 
ean systems like the Pennsylvania and 
the New York Central. 

“If time and space permitted, it could 
be demonstrated that the other two sys- 
tems of official territory; the Baltimore 


e terested, 


‘Line. 


& Ohio and the Chesapeake & .Ohio- 
Nickel Plate systems, would in Yi.cé' man- 
ner be relatively weak from a “trans- 
portation standpoint as compared’ with 
the two major systems, and thts. like- 
wisé handicapped in their ability to effi- 
ciently serve the public and prosper un- 
der a common level of rates. "Thé sum 
total of the situation simply is’ that 
there are not enough railroads for mere 
than two additional, reasonably’! ade- 
quate systems that can be created out 
of the mileage not actually owned by the 
Pensylvania and New York Ceniral. It 
should be further observed that present 
routes, facilities, service, and competi- 
tion being adequate, there is no sub- 
stantial reason’ why any attempt should 
be madé to build up more than two ad- 
ditional systems. A third cne, as is 
here proposed to be formed out of this 
remaining mileage, will incvitably be 
formed at the expense of the other two 
and all three will be inadequate in com- 
parigon with the two existing dominant 
systems. 

Much more might be stated in demon- 
stration of the error of atiempting to 
build up what is commonly termed a 
“fifth. system”. in Official Territory. 
Enough has. been said, however. te indi- 
cate some of the fundamental weak- 
nesses of such a scheme and which may 
serve to call to the mind of anyone in- 
the many others possible of 
mention. Any unbiased mind must be 
impressed with the absolute futility of, 
the allocation as proposed by the ma- 
jority. 

In the discussion of the question, I 
have not included in my ccnsideration 
the so-called short or weak lines: While 
the short lines’as allocated add ssmewhat 
to the total mileage of the var’ous sys- 
tems, they are in a great. many instances 
sources of weakness rether than 
strength. In fact, one of the good re- 
sults expected to be accomplished by con- 
solidation is that the strong roads will 
carry the weak ones and on the whole be 
able to maintain an adequate system of 
transportation at the lowest possible 
level of rates. It is the well msintained 
Class I roads that must form the back- 
bone of any successful railway system. 


Having indicated what I regard as the 
existing situation, the problem confront- 
ing us arising therefrom, ond the-rea- 
sons underlying my inability to agree 
with the solution-adopted by the major- 
ity, I feel constrained to briefiy set forth 
what I-regard as the only proper method 
of arriving at a solution of the question 
in harmony with both the letter and 
spirit of the plain direction of Congréss. 
All will agree that we should deal with 
the matter in a practical way. Under 
the provisions.of the law, the actual con- 
solidation of.the railroads must proceed 
on a voluntary basis. It follows, there- 
fore, if this is to be accom: ': hed, the 
proposed consolidation must be  suffi- 
ciently advantageous as to afford an in- 
centive to the earriers to go forward,- 
subject always to the limitation that 
nothing be permitted which is not in the 
public interest. As much as we might 
desire a more perfect answer than under 
existing circumstances we can find, we 
must accept things as they are, and 
make the best adjustment possible that 
affords a reasonable probability of at- 
tainment. As has been already indi- 
cated, we can not be expected to dis- 
member to any great extent well articu- 
lated systems that are now functioning. 
We have to accept the Pennsylvania and 
the New York Central as permanent in- 
stitutions. The question is then, what 
shall we do with the 33,000 miles not 
parts of those carriers? Keeping in 
mind the fundamental requirements im- 
posed. by the law that the results of our 
work must be systems fairly equal in 
competitive strength and earning power 
under a common level of rates, I can see 
but one answer—two other systems, or 
four in all. _ . 

The President, in his message, to the 
second sessior of the Seventy-first Con- 
gress, on December 23,1929, admirably 
expressed the results to be obtained if 
the directions of Congress are wisely 
carried out: 

The chief purpose of consolidztion is to 
secure wel balanced. systems with more uni- 
form and satisfactory-rate structure, a more 
stable financial structure, more equitable 
distribution of traffic, greater efficiency, and 
single line instead of multiple line hauls. 
In this way t!.e country will have the assur- 
ance of. better service and ultimately at 
lower and more even rates than would other- 
wise, be attained. 


Using the words of the President, 
“well balanced systems” means, in -my 
judgment, four and not five systems. 
The present New York Centrai and Penn- 
sylvania systems ramify through most of 
this region. Both touch each other at 
all points west of the Buffalo-Pittsburgh 
One is prominent in the State of 
New York, the other in Pennsylvania. 
The Baltimore & Ohio is the next largest 
system with intensive development in 
Ohio, West Virginia and around the 
Pittsburgh District: ‘The building up of 
systems from the remaining mileage, .to 
compete effectively in all respects with 
the two larger systems can, in my judg- 
ment, be accomplished best by adding 
strength to the Baltimore & Ohio and 
fashioning the other lines into the fourth 
system. There is now a basis for the 
fourth system—what may be called the 
Chesapeake & Ohio—Nickel Plate sys- 
tem. The indisputable fact is that even 
then no effort can place these svstems on 
an equal basis with the New York Cen¢ 
tral in New York and Lower Michigan 
or the Pennsylvania in the Pittsburgh 
District. The four systems will, how- 
ever, meet the requirements of the law 
and contribute much to bring ‘about ‘the 
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Sates results mentioned by the Prési- 
ni ; 

Another distinct advantage ef this pro- 
posal over the fifth party plan is that it 
is practical, not theoretical. It has the 
possibility of early accomplishment. It 
meed not wait the outeeme of Jengthy 
and vexations litigation. People now in 
being may reasonably hope to live te see 
its realization. 

The lines comprising such a four party 





gee. trentivs with the mileage involved, 
valuation as of December 31, 1928, the 
rail operating revenues, the net rail oper- 
ating income and the rate of return are 
set out below, and I invite a study of the 
advantage of this plan as pr»posed in the 
firm belief that it comes as nearly com- 
plying with the statute and as likely to 
produce what may be expected from well- 
balanced systems, as any that may be 


suggested. 


New York Central System, year ended Dec. 31, 1928 


The N. Y. Central R. R, Co., together with all of its general recognized subsidiaries, 
except the Boston & Albany 
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1 Includes data of Boston & Albany R.'R. 
? Represents book value. 
* Denotes red. 
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Pennsylvania System, year ended Dec. 31, 1928 


The Pennsylvania -R, R. Ce., tegether with all of its generally recognized sub- 
sidiaries, including the following: 


Name of road 


Rosslyn Connecting 

Waynesburg & Washington... 

West Jersey & Seashore. 

Western Allegheny ote 
Chicago & Alton (East of Mexico, Me.) 
wed & Cumberland R. R. Co. 
T Peoria & Western 


Net railway} Rate 


Railway 
operating antes of re- 


f 
: 


$117, 297, 686 
34, 204, 058 
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Baltimore & Ohie System, year ended Dec. 31, 1928 


The Baltimore & Ohio R. R. Ce., tegether with all of its generally recognized sub- 
sidiaries, including the following: 


Name of road 


Baltimore & Ohio 
&U —_ 
Sincinnati, Indianapolis & Westera * 
Beading Company. .__ 
Atlantic City 
Catasauqua & F, 
tral 


Island Rapid Transit. 
Chicago, indianapdiie & Louisville. 
‘Wabash (east of Mississippi River) (39)... 
Ann Arbor 


Detroit, Toledo & Ironton_. 

Sooner & io... 
ew Jérsey, Indiana inois R, R, 

Buffalo and Susquehanna. -..... ° 
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1. Transportation operations conducted by the Central R. R. Co. of N. J. and the Pennsylvania R. R. Co. 


2 Nonoperating company, included in B. & O. 
Represents book value. 
*Denotes red. 


Chesapeake & Ohio System, year ended Dec. 31, 1928 
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served by three of the systems. Thus, 
the most important Atlantic ports in this _ 
territory, which are alse very large con- 
suming centers, will ‘be reached by three 
or all- of the foursystems, 

Second. The largest ceal-producing 
regions of the East, these of Virginia and 
West Virginia, will be tapped by the 
four systems, three of which cross this 
important section on their way from the 
Ohio River to Hampten Reads and the 
fourth reaching well into the heart of it 
from the North. 

Third. Each of the systems will ramify 
throughout the territory and will be in a 
position to contribute to the widespread 
distribution of traffic. The importarit 
centers and traffic producing points of 
Pittsburgh, Buffalo, Cleveland, Toledo, 
Detroit, Columbus, Cincinnati, Indiana- 
polis, Louisville, St. Louis, and Chicago, 
will be reached by the four systems. 
Other gateways along the Mississippi and 
the Ohio will be reached by from one to 
three of the systems. The list of cities 
thus reached will readily demonstrate 
how completely will be served the large 
centers of manufacturing, the great 
sources of fuel and other commodities, 
the important traffic centers at the lake 
ports, and the many points of traffic in- 
terchange. 

Fourth, Mileage, property investment, 
gross earnings, and net operating income 
are more nearly equalized than would 
be at all possible in the case of a larger 
number of systems. 

Fifth. The four systems will have 
equality of opportunity to serve the pub- 
lic throughout the entire region, to pro- 
vide adequate facilities, and to make 
necessary extensions when found within 
the interest of the public. 

Sixth. The four well-balanced systems 
will provide more effective and actual! 
competition throughout the entire district 
than any additional number of systems 
can possibly afford. 


Western Territory 


Without attempting to discuss the 
merits, but simply for the purpose of 
inviting further consideration at the 
time that consolidation by proper ap- 
plication may be sought to be effectu- 
ated, I wish to mention one allocation 
made by the majority in this territory 
which I think merits consideration. 

Extending across the very heart of 


_ern from there to Denver. 


the great Western Empire is the finan- 
cially strona physically well maintained, 
and efficiently: managed Union Pacific 
System, with its main line extending 
from Omaha to Ogden, Utah, and thence 
by three arms reaching the Pacific Ocean, 
one of which over its own line to Port- 
land, one over trackage rights to San 
Francisco, and the third over its own 
tracks to Los Angeles. We also propose 
to allow it to acquire an outlet from 
Kansas City to the Gulf of Mexico. 
Through this same central portion of 
the country there is now the Western 
Pacific from San Francisco to Salt Lake 
City and the Denver & Rio Grande West- 
These two 
lines in the past have been considered as 
being far from strong transportation 
units in any respect. To. afford any real 
competition worthy of the name with the 
Union Pacific, they must be coupled up 
with some efficient and powerful trans- 
portation company, able to.assist them 
financially and with a large volume of 
traffic. The majority prepose to do this 
by allocating these two carriers to the 
Missouri Pacific. System.° -To my mind, 
the Missouri Pacific System is not’in a 
position to give the strength either finan- 
cially or in a traffic way to the Western 
Pacific and the Denver & Rio Grande 
Western that is necessary to make them 
capable of effectually. competing with 
the Union Pacific. The Missouri Pacific 
is essentially a Southwestern System, but 
recently put together, and not yet es- 
tablished on a basis sufficiently sound to 
afford the necessary strength to these 
two Western lines. Furthermore, it does 
not reach over its own tracks the gate- 
way of Denver. 

I am persuaded that the Burlington 
System, by>-reason of its splendid phys- 
ical condition, its conservative capital 
structure, its strong financial position, 
and its physical locatien, affords much 
the better parent for a new transconti- 
nental line from Chicago to the Pacific. 
I would, therefore, in addition to what 
the majority have allocated tothe Bur- 
lington System, add the Western Pacific 
and the Denver & Rio Grande Western. 
With the completion of the Moffat Tunnel 
and the Dotsero Cut-off, this route has 
great possibilities, but it will take a very 
powerful system such as the Burlington 
to make it effective. I submit the fol- 
lowing as my proposed Burlington Sys- 
tem in lieu of that proposed by the ma- 
jority: 7 


VI. Burlington System, year ended Dec. 31, 1928 
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Burlington & Quincy R. R. Co... 
oloradp & Southern Ry. Co. f 
Ft. Worth & Denver City 
Wichita Valley Ry. Co. : 
= Omaha & Kansas Cit: 
reen Bay . R. 
Ahnapee 


Kewaunee, 
Cc &A 

Mo.) 6 interest 
Missouri-Kansas-Texas R. R. Co....-.....- 
Missouri-Kansas-Texas RK. R. Co. of Texas. 
Denver and Rio Grande Western Ry. Co... 
Denver and Salt Lake Ry.-Co. 
Western Pacific R. R. Ce 


Weta. ..2. . cescosaccsocccccvesce adesed 


a 
- 


SMAVls SBanssikt 


Sir 
3 
& 


! Book value. 


Confident that the suggestions I have 
made in this concurrence are worthy of 
consideration, particularly when applica- 
tions shall be made, looking to the effec- 
tuation of consolidation, I submit that 
competition will be largely preserved, 
present routes and channels of trade will 
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1, 149, 756, 106 


be left undisturbed, and that the systems 
proposed are fairly well balanced in those 
necessary elements that go to make up 
an adequate system of transportation. 
By the commission. 
[SEAL.] GrorGe B. McGINTYy, 
Secretary. 
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It will be readily ebserved that the 
four-system plan above outtined reveals 
the following distinct advantages: 

First. The important pert ef Mew York 
will be served ey the four systems, any 
one of which will have as complete ter- 
minal facilities as it is possibile to. pre- 
vide at this time. Twe of the systems 


will have entry to the port of Philadel- 
phia, with a third system, the New York 
Central, reaching Bethlehem Junction, 
Pa., a point from which it will be entirely 
possible for it to enter this important 
port, as may likewise be true of . the 
Cc e Ohio System. Baltimore, 
Norfolk, and Washington will each be 
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Interstate Cominerce Commission Reports: Consolidation of Railroads 


Many Railroads 
Advertise | 


in 


The United States Daily 


The average person in the United States spends 
each year for railroad travel only $8.13. (Total pas- 
senger revenue divided by population. ) 

Railroad executives know, however, that the read- 
ers of The United States Daily travel a great deal 
more than any average group. 

They may not know how much the average reader 
of The United States Daily spends each year on busi- 
ness travelalone .. . 

It is $1,676.00! 

More than two hundred times the average! 

There are two other important reasons why rail- 
road advertisers use The United States Daily: 

First, Railroad advertising in The United States 
Daily appears regularly before executives who ship 

. more freight than perhaps any other group of similar 
size in the country. 

Second, Railroad advertising in The United States 
Daily appears constantly before a national group of 
large investors, large holders of railroad securities. 

Here are some of the leading railroads which have 
been quick to appraise favorably and use The United 
States Daily. Their advertising appears in the pages 
of the regular issues. 


Great Northern Illinois Central 
Pennsylvania System Southern Pacific 
Baltimore & Ohio Canadian Pacific 
Atlantic Coast Line Santa Fe System 
Missouri Pacific Union Pacific - 
Chicago & North Western Wabash 
Chicago, Rock Island & Pacific 


The Anited States Daily 


Washington 





When the Busy Executive 
Wants the Facts 


OVERNMENT—both Federal and State—exerts 
(+ its great influence upon your daily affairs in 

hundreds of different ways. Every minute of 
the day decisions are made, facts are given out, actioh 
is taken that affect the health, wealth and happiness of 
each and every person. Every point in: American life, 
every community is touched, every business and pro- 
fession. 

Each day when the busy executive wants the facts 
he turns to The United States Daily—the ONLY daily 
record of the official activities of the Legislative, Execu- 
tive and Judicial Branches of the Federal Government 
and the governments of each of the 48 states. It gives 
FACTS ONLY, without editorial bias or opinion. It 
contains no rumor—no coloring—no interpretation— 
nod partisanship—no assumption. It gives AUTHOR- 
IZED STATEMENTS only. Its service is fast. It 
is dependable. It is authoritative. It is COMPLETE. 
It takes the place of any dozen other sources of infor- 
mation. , 

Under the direction of David Lawrence, The United 
States Daily employs for your benefit the largest staff 
of news specialists ever assembled in Washington. 
Each is an expert in his particular subject. Every day 
these men collect personally the official statements and 
news of moment to your interests from the capitals of 
each state in the Union, and from more than 300 Fed- 
eral units—from the White House, the United States 
Senate, the House of Representatives, the Supreme 
Court and other courts, the Departments of the Treas- 
ury, Commerce, Agriculture, Labor, State, War, Navy, 
Post Office, Interior, and the independent executive 
establishments such as the Federal Reserve Board, Fed- 
eral Trade Commission, Interstate Commerce Commis- 
sion, United States Shipping Board, Federal Power 
Commission, United States Tariff Commission, United 
States Labor Board, United States Geographic Board, 
Inland Waterways Corporation, and all other sources 
of action. 


The United States Daily employs these experts in the 
knowledge that it is more than a newspaper. It is news 
to be used. It must be accurate. It must be intelligent. 
It must be helpful. ~ . 

‘The United States Daily has a vital contact with 
every home, every profession, every business. It covers 
manufacturing, banking, insurance, wholesaling and re- 
tailing, chemistry, law, brokerage, building, exporting 
and importing, education, iron and steel industries, 
lumber, oil and oil products, public utilities, to name 
only a few major subjects. It covers every factor with 
which you have to deal in solving your many difficult 
problems. . 


And The United States Daily informs you on these 
matters more promptly and more completely than any 
other service. It cuts the fastest and shortest path to 
pure FACTS. 


Try The United States Daily 
for Three Months—Find Out 
How It Can Serve You 


By the very nature of things, it is the leading business 
and professional men of each community—the men of 
important affairs who read and use The United States 
Daily. Their personal interests require it. Join this 
group. Let The Daily come to you every day, so that 
you, too, may be able to conduct your manufacturing 
and selling operations with greater profit. = 

Fill out and mail to us the coupon below. Just try 
The United States Daily for the next three months. 
Find out for yourself how it can serve you and keep 
you posted faster and more completely than any other 
service. Start your subscription to The United States 
Daily right now. 


Mail Your Subscription 
AT ONCE 


United 
States Daily, 
Washington, D. C. 
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much it will help me. 

You may enter my trial 
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for that period and send me 

your bill. 





















Imperishable Rag Paper Edition of 


d THE UNITED STATES DAILY 
IN BOUND VOLUMES 


For executive offices of large corporations, railroads and public utilities, public 
and private libraries, and law offices, a permanent record of Government action, In- 
terstate Commerce Commission Rulings, Federal and Supreme Court Decisions— 
in short all Government activities—is tremendously valuable. 


Bound volumes of the rag paper edition of The United States Daily, printed on 
a special all-rag paper, afford a time-proof, everlasting record of the day-by-day ac- 
tivities of the Federal Government and each of the governments of the 48 States. 


_ The Rag Paper Bound Volume Edition begins each year with 
the issue of March 4 and ends with the issue of March 3 the fol- 
lowing year. 

This Bound Volume Edition is issued in six books, each book 

containing issues of The United States Daily for a period of two 
months. Bound books are sent to subscribers by prepaid express 
at the end of each two-month period. 

Each book in the Bound Volume Edition is bound in one-half 
tan canvas with grained black cloth sides, and title bands in red 
and black Russia leather with gold-leaf lettering. 


Price for one year 


March 4, 1929, to March 3, 1930 


$100” 


Express Prepaid 


If you desire to receive The United States Daily on rag : 
paper every day, this can be arranged on payment of $75.00 
a year. 











A few Bound Volume Editions of Volume III of The United 
- States Daily covering the period from March 4, 1928, to March 
3, 1929, are still available— Price $125.00, Express Prepaid. 







Regular Newsprint Edition, Bound Volumes, 
Six Books a Year, $75.00 
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PYNCHON & CO. 


111 er noerny New York 


Branch Offices 
334 Madison Avenue, Corner 43rd St. 
Savoy-Plaza Hotel, Fifth Avenue at 59th St. 


112 West Adams St. 408 Broadway 
CHICAGO MILWAUKEE 
Ward Building : 
BATTLE CREEK 


1 Drapers Gardens 
and 
Stratton House, Piccadilly Exchange Buildings 


LONDON LIVERPOOL 
25 Cross Street 
MANCHESTER 


Wholesale Sales Representatives 


10 Post Office Square Packard Building Hunter Dulin Building 
BOSTON PHILADELPHIA SAN FRANCISCO 
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MEMBERS 
New York Stock Exchange New York Curb Market 
New York Cotton Exchange 
New York Cocoa Exchange 
New York Produce Exchange 
. New York Coffee & Sugar Exchange 
The Rubber Exchange of New York 
National Raw Silk Exchange 
National Metal Exchange, Inc. 
Chicago Stock Exchange 
Winnipeg Grain Exchange Chicago Board of Trade 
Members Liverpool Cotton Association 
Liverpool Corn Trade Association 


J, 


Direct Cable Facilities to 
London and Paris 





